August 31, 1945 


A Journal of Management, Engineering and Operation 
INCORPORATING 


Railway Engineer - TRANSPORT - be Railway News 
Che Railway Times - 
FRAILWAYS . 


ILLUSTRATED 


Herapath's 
ailway 
Journal 
ESTABLISHED 1835 


* RAILWAY RECORD. 


Pus.tisHED Every FriIpay 
AT 
33, TOTHILL STREET, WESTMINSTER, LONDON, S.W.1 


Telegraphic Address: ‘‘ TrRazeTTe Parv., Lonpon ” 


Telephone No.: WuHITEHALL 9233 (8 lines) 
Annual subscription payable in advance and postage free 


£2 5s. Od. 
One Shilling 


British Isles and Abroad 
Single Copies 


Registered at the General Post Office, London, as a Newspaper 








VoL. 83 No. 9 Fripay, Aucust 31, 1945 








CONTENTS 


Editorial Notes 
he Death of Dr. 
[he Implications of the 

Letters to the Editor 
The Scrap Heap 

Overseas Railway Affairs 

Wartime Replacement of Harbour Bridges 

Palestine Railways in Peace and War 

Personal 

Transport Services ‘and the War 

News Articles = 

Questions in Parliame nt 

Notes and News 

Official Notices ; 

Railway Stock Market 


Dorpmiiller sae ee 
Railway Wages Se ttlement ... 








DIESEL RAILWAY 

The Se ptember 
illustrating and 
Traction, will be 


TRACTION SUPPLEMENT 
GAZETTE Supplement, 
Diesel Railway 


issue of THE RAILWay 
describing developments in 
veady on Monday, price 1s. 





TO CALLERS AND TELEPHONERS 


Until further notice our office hours are : 
9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays. 


Mondays to Fridays, 





ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we 
it is no longer possible for us to answer 
research, or to supply dates when articles 
numbers, either by telephone or by letter 


that 
involving 
back 


regret 
enquiries 
appeared in 





ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards. 
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The End of Lease-Lend 


T HE decision of the American authorities to terminate lease- 

lend, which was made known by Mr. Attlee in the House 
of Commons on Friday last, could not be described as unex- 
pected, for with the end of the war both in Europe and the 
Far East, a term obviously would be set to so exceptional a 
measure of assistance, especially as it was granted for a specific 
purpose. What was unexpected, however, was the suddenness 
of the intimation that lease-legd should cease, for it had been 
assumed that its ending would be the subject of agreement 
between the principal parties. There can be no doubt that the 
circumstances which have now arisen will add greatly to the 
problems of economic recovery in this country, and will make 
necessary a still further period of scarcity. Moreover, the need 
for increasing our export trade becomes even more pressing in 
the light of our import requirements in the transitional period. 
Negotiations are in process in the United States with a view to 
softening the blow which the loss of lease-lend shipments in- 
volves, but it seems clear that from now onwards a far greater 
emphasis must be placed on overseas markets for British goods. 
The value of Great Britain’s engineering industries, and per- 
haps particularly the railway supply industries, in this direction 
should be considerable. 

* * * = 


The New Minister of War Transport 


When the change of Government terminated Lord Leathers’ 
tenure of office as Minister of War Transport, he had held that 
post since 1940 and the length of his tenure of office was second 
only to that of Mr. Wilfred Ashley, who was Minister of Transport 
from 1924 to 1929. On another page we give a list of the 
Ministers who have been responsible for transport since the 
department was established in 1919. The present Minister, Mr. 
Alfred Barnes, takes office at a peculiarly critical time in trans- 
port affairs, and on him will fall the responsibility of making the 
decisions for the change-over from war to peace. He has been 
Chairman of the Co-operative Party for 21 years; although the 
word has a different significance, there is no doubt that one of 
the greatest needs of internal transport for the future is a greater 
measure of co-operation, in the sense that many have understood 
when they have spoken of “‘ co-ordination.’’ We publish a 
biography and portrait of the new Minister on page 223. Among 
his first tasks will be to decide on the duration of the Railway 
Control Agreement, now that the war has ended, and the form 
of organisation which is to be effective when that agreement is 
terminated. 

* * * ~ 


Private Enterprise 


In a speech in the House of Commons on August 21, Mr. 
Oliver Lyttelton referred to a document called ‘‘ A Charter for 
Labour and Management ’’ which had been signed by the Presi- 
dents of the American Federation of Labour (Mr. William Green), 
the Congress of Industrial Organisation (Mr. Philip Green) and 
the Chamber of Commerce of the United States (Mr. Eric A. 
Johnson) supporting the principle of private enterprise. In view 
of the political differences of opinion as to the virtues or other- 
wise of the principle of private enterprise we have reproduced 
this unique document on page 228. Its main point is the state- 
ment—quoted by Mr. Lyttelton—that the rights of private 
property and free choice of action, under a system of private 
competitive capitalism, must continue to be the foundation of 
America’s peaceful and prosperous expanding economy. Free 
competition and free men, it is claimed, are the strength of 
America’s free society. The joint statement also stresses the 
point that the inherent right and responsibility of management 
to direct the operations of an enterprise shall be recognised and 
preserved and that to enable enterprise to develop and expand 
and earn a reasonable profit, management must be free from 
unnecessary Governmental interference or burdensome restrictions. 

* * * ® 


Exports from Latin America 


Last year the Bank of London & South America Limited published 
a brochure dealing with post-war markets for British goods in 
Latin America, which was reviewed at length in our September 15, 
1944, issue. The bank has now issued a second booklet under the 
title of ‘‘ Post-War Exports from Latin America ” * which is supple- 
mentary to the first. 11 deals with trade possibilities from the view- 
point of the realisation of the mutual benefit deriving from reci- 
procity in international commerce. The booklet confirms that 
wartime development has resulted in extending the productive 
potentialities of Latin America far beyond the relatively few staple 
lines which constituted the m ajor exports a few years ago. It is 





* Obtainable. from the Bank of London & South America Limited, 6. 7 & 8, 
Tokenhouse Yard, London, 
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clear that it possesses vast untapped resources, the development of 
which will depend to a considerable extent on capital and technical 
assistance from abroad, especially in the direction of means of trans- 
port. It seems clear that Latin America’s economy will continue 
to be based, in the main, on natural resources, such as farming, 
mining, forestry and so forth. This should help to maintain a 
balanced internal economy, as well as facilitate the restoration of a 
smooth interflow of world trade as between the primary producing 
countries and the manufacturing countries. 


+ 7 x * 


Progress of the Madrid ‘* Metro”’ 


The Metro of Madrid in 1944 carried 322-2 million passengers, 
an increase of 40 millions over the figure for the previous year. 
The daily average was 879,000, and .the busiest day was Decem- 
ber 23, when it is estimated 90 per cent. of the population 
made a journey on the line. The passengers per kilometre came 
to the very high figure of 12,793,000. Receipts amounted to 
59-7 millions of pesetas and expenses to 39-8 millions, and after 
allowing for fixed charges, etc., the balance for distribution was 
17-9 millions. The undertaking has suffered considerable anxiety 
from the crisis in the electric-supply situation. Cost of power 
amounted to about 1,400,000 pesetas, and the energy produced 
in the company’s own steam-driven stations was four times as 
dear as that obtained from the hydro-electric stations of out- 
concerns A dividend of 8 per cent., without statutory 
deductions, has been declared. The new Bulevares route, in its 
initial year, produced better results than had been expected. 
At the shareholders’ meeting in March a speaker pleaded for 
the adoption of a single flat fare, saying that considerable savings 
vould be obtained by dispensing with the ticket examining and 
collecting staff and possibly some others, but the chairman, 
Otamendi, replied that the example of some American 
lines did not warrant the step. 


side 


senor 


* * * * 


Overseas Railway Traffics 


Movements in prices of securities of British-owned railways in 
Argentina recently have been slight, with a small recovery in 
some ordinary issues. Traffics on the whole have been good. 


In the 6th and 7th weeks of the financial year the gains shown 
in receipts have totalled £36,496 on the Central Argentine, 
£31,375 on the Buenos Ayres Great Southern, £19,501 on the 
Buenos Ayres & Pacific and £7,501 on the Buenos Ayres Western. 
Increases for the 6th and 7th weeks together amounted to 
£6,656 on the Entre Rios and to £1,931 on the Argentine North 
Eastern. The aggregate total of £986,050 for the 33 weeks of 
1945 on the Antofagasta shows a net advance of £42,160, not- 
vithstanding recent weekly decreases, whereas the figures of 
the Nitrate Railways for the 32 weeks are down by £7,543. 
Brazilian railway traffic receipts continue to be good and for 
the first 33 weeks of 1945 the Leopoldina aggregate of £1,645,993 


shows an increase of £150,563, and the £809,200 total of the 
Great Western of Brazil for the same period is £97,500 better. 
United Havana receipts have not yet shown a recovery. 

No.of Weekly Inc. or Aggregate Inc. or 

week traffics dec. traffic dec. 

£ £ £ 

Buenos Ayres & Pacific* , 7th 128,313 + 8,813 866,313 + 43,000 
Buenos Ayres Great Southern* 7th 172,125 +14,375 1,317,312 + 95,937 
Buenos Ayres Western* pan 7th 63,688 + 2,938 470,438 + 24,750 
Central Argentine* 7th 183,200 +14,312 1,306,016 59,397 
Canadian Pacific 32nd 1,296,200 +83,800 39,276,800 + 503,8C0 


* Pesos converted at I6 tof 


Since the turn of the half-year there has been an increase in 
the weekly gross earnings of the Canadian Pacific Railway 
amounting to £473,200. 

* * * * 


Anti-Waste Measures in South Africa 


During the war years the South African Railways & Harbours 
Administration instituted a successful anti-waste campaign. 
\nti-waste committees were set up on each system and’ in all 
departments to encourage the salvage of scrap and the return of 
surplus and unapplied stocks. Substantial quantities of surplus 
paper were recovered, and railway yards produced unexpectedly 
rich results. By March, 1942, more than 200,000 tons of unused 
and serviceable material, valued at £300,000, had been collected, 
and on one system alone £132,000 worth of scrap material was 
salvaged. In June, 1942, the railways linked up with the 
National Anti-Waste Organisation. New measures adopted in- 
cluded the appointment of a Paper Conservation Committee, under 
the chairmanship of the Assistant General Manager (Commercial). 
Unusable paper scrap sent for repulping amounted in two years 
to more than 3,000,000 lb. of waste paper and cards, valued at 
£5,570. A sub-committee inquired into transport activities. A 
quicker release of wagons from stations and sidings, fewer shunt- 
ing delays, better marshalling, and the elimination as far as pos- 
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sible of the late running of trains were some of the positive results 
achieved. In the mechanical workshops substitutes were impro- 
vised; items were manufactured from old axles, tyres, and other 
articles; bolts and nuts were reclaimed; and the maximum use 
was made of consumable stores. The saving by these methods is 
estimated at about £67,000 a year. 


* * * * 


Palestine Railways Achievements and Improvements 


Because of the geographical position of its lines, the Palestine 
railways during the recent war had to meet calls far in excess of 
anything which had been expected before hostilities broke out in 
the Middle East. As an illustrated article by Mr. A. F. Kirby, 
the General Manager of the Palestine Railways, elsewhere in 
this issue, shows, the traffic and equipment at the outset of the 
European war were much the same as had been taken over from 
the military authorities after the close of the 1914-18 war. Some 
of the increases in traffic which Mr. Kirby—who has just returned 
to Palestine after a brief visit to this country—-gives are striking. 
For the year 1943-44 the total ton-kilometrage over all railways 
under the Palestine railways management, reached a peak figure 
of 501,000,000, which was an increase of 330 per cent. over the 
pre-war year, and 203 per cent. above the heaviest pre-war year 
of 1936-37. .The total working expenditure in the same year rose 
to the record figure of £P2,287,000, an increase of 219 per cent 
above the 1936-37 figure. To deal with the increased traffics 
15 War Department locomotives and 2,000 wagons were used at 
times. The post-war problems of the Palestine railways probably 
will be considerable, for there can be little doubt that with 
return to normal conditions there will be a heavy fall in traffics 


x . * * 


The First Steel Bridge 


It was claimed recently, in a paper presented to the Newcomen 
Society of Chicago by Mr. H. B. Voorhees, Chief Executive Officer 
of the Alton Railway, that the first bridge ever constructed in 
steel was one built to carry the railway from Mexico, Missouri, to 
Kansas City across the Missouri River near Glasgow, and opened 
in 1879. At that time iron bridges were beginning to come into 
disrepute, due to the tendency of the metal to crystallise under 
strain, especially if shock stresses were added. However, the 
engineer responsible for the construction of this line, General Sooy 
Smith, had come into touch with a Mr. Abram Tuston Hay, who 
at that early date had perfected an electrical method of steel- 
making, and who succeeded in convincing the engineer that he 
could produce a steel of 31 to 40 tons per sq. in. breaking strength, 
and with an elastic limit of between 214 and 233 tons per sq. in 
In view of the magnitude of the work, which required five Whipple 
truss spans of 314 ft. each, and 1,140 ft. of approach spans, some 
of the United States bridge-builders were aghast at the proposal 
to use steel, and freely prophesied the failure of the bridge; but 
the structure, in which 800 tons of the Hay steel were used, re- 
mained in service for 20 years until replacement became necessary 
to carry heavier loads. An unexpected test of the new metal 
occurred during construction, when a failure of the falsework let 
one of the 314 ft. spans down into the river, from a height of over 
100 ft., but although many of the members were badly bent and 
twisted, there were no fractures of the steelwork. Unfortunate 
though this casualty was, it did at least give assurance of safety 
in using Mr. Hay’s steel. 


* * * * 


‘‘Know Your Railway ”’ 

Last year, at the suggestion of a labour union representative 
the Boston & Maine Railroad of the U.S.A. held a discussion course 
on human and industrial relations on the railway, jointly spon- 
sored by labour and the management and under the auspices of 
the Railroad Y.M.C.A. The venture was so successful that, with 
the co-operation of the Massachusetts Division of University Ex- 
tension, a second similar course has just been concluded in Boston. 
Lectures have been given by railway officials, union chiefs, the 
president of a bank, and others, on such subjects as ‘‘ What the 
railroads have done,’’ ‘‘ How to meet post-war competition,”’ 
‘* What the public expects from the railroads,’’ and, from various 
angles, ‘‘ Your job on the railroad,’’ and each address has been 
followed by an open forum in which questions have been freely 
asked, and discussion has followed. The course has taken three 
months, with lectures once weekly, and has been followed by a 
written examination, in which those taking part have been in- 
vited to express their views on what should be the future policy 
of the railways in meeting competition, and to answer various 
specific questions; certificates have been awarded to those who 
have passed successfully. From the official point of view, the 
value of such a course is that it helps to acquaint the staffs with 
the problems confronting railway administrations, and at the 
same time managements are made more closely conversant with 
staff points of view. 
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Roller-Straightening of Rails 


For many years it has been the practice in German rolling 
mills to straighten rails after rolling by mechanical means, instead 


of by the older method of manual straightening with gagging- 
presses. It has been generally admitted by those who 
have seen German rails laid out for inspection that the results 
were good, and it might have been supposed that all problems 
connected with the method had been mastered. Information which 
filtered out of Germany a short time ago, however, showed that 
concern was being felt on the railways because of the develop- 
ment of longitudinal cracks on the underside of the rail-foot of 
the German standard flat-bottom rails, and that suspicion had 
been thrown on roller-straightening as the cause. The facts are 
that a roller-straightening machine has no discrimination. If 
rails are delivered to it from the cooling banks in a reasonably 
straight condition, it does its work well; but if any rails come to 
it with bad kinks, which a manual straightener would take out by 
4 series of moderate gag impressions, the machine treats the 
ss without mercy in a single operation, and may strain the 
steel severely in the process. By reason of its profile, a flat- 
bottom rail is likely to be a worse sufferer in this respect than a 
bull-head rail. Roller-straightening of rails is already in limited 






use in this country, and in future steelworks improvements it is 
likely to figure prominently, as it is of value in reducing labour 
costs Successful straightening by this method can only be 





assured if close attention is paid at the same time to the 
handling of the hot rails. 


* * * * 


Railway Wages Agreement 


i our editorial under this heading last week we suggested that 

the cost of the recent concessions to the salaried staffs 
and conciliation grades of the four main-line railway companies 
would be at least £10 millions a year and might be appreciably 
more. It is of interest, therefore, that in the House of Commons 
on August 22 the Minister of War Transport stated that the 
cost was estimated by the railway companies at £15,500,00C a 
year. Since that date, agreement has been reached in regard to 
the railway shopmen’s claims under which they have secured the 
guaranteed day and guaranteed week and increased rates of pay, 
etc., which obviously will increase the total cost of the conces- 
sions by a substantial sum. 

It is understood, however, that these estimates of cost have 
been calculated in the light of existing circumstances, that is, 
on the number of the present staff and present levels of overtime 
and Sunday duty. Although no material difference from pre-war 
exists as to numbers, the abnormal conditions arising from the 
war have caused overtime and Sunday duty to be worked to a 
considerably greater extent that was the case pre-war. With 
the cessation of hostilities and the gradual return of trained 
railway staff from H.M. Forces, it is a reasonable assumption 
that the amount of overtime and Sunday duty worked will decline 
substantially and the total cost of the concessions then may well 
be below the present estimate. 

Before the war, the annual salaries and wages bill of the four 
main-line companies was in the neighbourhood of £105 millions. 
Since September, 1939, the various war advances which have 
been agreed are estimated to cost about £50 millions a year. 
Including the recent award, therefore, the present level of salaries 
and wages may represent possibly an increase of 60 per cent. 
over pre-war, but any appreciable reduction in the amount of 
overtime and Sunday duty worked might reduce this figure to 
50 or 55 per cent. This does not appear an unreasonable figure 
having regard to the present level of prices generally. During 
the continuance of control, of course, the additional expenditure 
will be a charge against the control account and it is of interest 
that, in the House of Commons on August 23 the Minister of 
War Transport stated that the total estimated excess of net 
revenue accruing to the Government over the fixed annual sums 
payable to the railway companies during the four years ended 
December 31, 1944, was £176,199,000. The figure for the year 
1944 was £46,787,000 and, even assuming the gross- receipts 
during 1945 equalled those of 1944, payment of the additional 
wage bill and the additional transfer to the arrears of maintenance 
trust funds, as explained in our last issue, will reduce this figure 
substantially. So far as the 1945 level of traffics is concerned, 
it is reasonable to assume that freight traffics is declining from 
the previous peak but, on the other hand, the receipts trom 
passenger traffic will show a substantial increase. 

Considerable misunderstanding seems still to exist among 
certain sections of railwaymen as to the locus of the railway 
companies in these negotiations with the railway trade unions and 
we reiterate, therefore, that while the Railway Executive Com- 






THE RAILWAY GAZETTE 211 


. 





mittee (which consists of the General Managers of the four main- 
line companies and Lord Ashfield of the L.P.T.B. with Sir Alan 
Anderson, Controller of Railways, as Chairman) is the appointed 
agent of the Minister of War Transport for the purpose of giving 
directions under the Emergency (Railway Control) Order, 1939, 
in the negotiations which led up to the agreement it was given 
a free hand by the Minister of War Transport to effect a settle- 
ment subject to its obtaining authority from the Government for 
the increased expenditure involved. It had also to obtain from 
the railway companies authority for the merging of part of the 
increase in the new standard rates of pay. 

As to the future level of charges, the Railway Control Agree- 
ment provides that thé Government control of railways will be 
continued for a minimum of one year after the cessation of 
hostilities and that, before it comes to an end, that is before all 
statutory rights and obligations as they exist at that time again 
apply to the controlled undertakings, time will be given for the 
operation of any statutory machinery governing the level of 
charges. The then existing levels of salaries and wages clearly 
will be one of the many factors to be taken into account in con- 
nection with the consideration which will have to be given to 
this problem at the appropriate tim: 

* * * * 


The Death of Dr. Dorpmiiller 


E publish this week the first official intimation of the death 
on July 5 of Julius Heinrich Dorpmiller, formerly the 
German Minister of Transport and General Manager of the Reichs- 
bahn. For many years he has been the most outstanding 
railwayman on the European Continent, and in many respects 
was representative of the best features in the German character, 
namely, the possession of high technical efficiency and of well- 
disciplined orderly procedure. Although a Minister of the Third 
Reich, he showed no interest in politics or national policy, being 
apparently desirous of practising his profession of providing 
technical services faithfully in the interests of the ‘‘ Powers that 
be.’’ It is worthy of note that he held high office successively 
under the Kaiser, the Weimar Republic, and Hitler’s Third 
Reich, and earned respect both in Germany and abroad. When 
the Allies occupied Germany he was found in hospital, and wil- 
lingly placed his knowledge at the service of S.H.A.E.F. He: was 
taken by special train to Versailles for interrogation, and 
received the following testimony from the Allied Supreme Com- 
mand: ‘‘ Since the collapse of Germany, he gave valuable assist- 
ance to the Allies, and the benefit of his wide knowledge of the 
state of the Reichsbahn facilitated the early restoration of services 
on routes which were essential for supplying our occupying 
forces.”’ 

His father was a Prussian railwayman well known in technical 
circles, and it was natural that the son should receive a sound 
education in railway and highway civil engineering, supplemented 
after he took his diploma in 1893 by training as a State Railway 
civil engineer in the Cologne Division of the Prussian State 
Railways. He took his government examination and degree in 
1898 and became a Prussian Civil Servant. The details of his 
career are outlined on page 224, and it is enough here to record 
that his ten years of service in China from 1907 to 1917 first 
gave scope for the exercise of his capacity for leadership, strength 
of will, and outstanding technical capabilities. When China 
entered the First World War, Dr. Dorpmiiller made his way 
back to Germany by a long and adventurous overland journey 
through Russia, much of it on foot. In the post-war period, as 
a divisional railway officer, he participated in the London con- 
ferences to settle the fate of the German railways, and attracted 
international attention. 

When Dr. Dorpmiiller assumed the management of the Reichs- 
bahn in 1926, the undertaking was still suffering physically and 
economically from the effects of war and its aftermath. Under 
his direction the technical equipment was brought up to an 
efficient level, increased demands for transport facilities were met, 
and social and welfare services for the staff were built up. A 
powerful machine was thus created, which Hitler found _of 
inestimable value as an instrument of war. The underestimating 
of its capacity in some Allied circles was an error of judgment of 
which the events of the past six years have shown the fallacy 
clearly. Just before the outbreak of war in 1939, Dr. Dorpmiller 
celebrated his 70th birthday, and was then in a state of mental 
and bodily alertness seldom retained by one entering his eighth 
decade. His war work was marked by the decoration of the 
Nazi gold medal on December 7, 1941, and by the award of the 
Knight’s Insignia with Swords to the Order of Merit in July, 



















































































THE RAILWAY GAZETTE 


1944, “‘ for the personal part he played in organising railway 
traffic on the invasion front.’’ He was thus a German patriot to 
the end, but nevertheless one who carried out his professional 
duties in a way which it was possible to admire. 





The Implications of the Railway Wages 
Settlement 


(From a Correspondent) 

T has been said that ‘‘ every age is an age of transition, but there 
are times when the transits are horridly rapid.’’ Such a time 
of disturbance seems to be in store for our transport organisation. 
The railways are in as critical a state as they were after the last 
war. Then it was thought that a remedy had been found in the 
Railways Act, 1921, which created four strong groups by amal- 
gamating the old companies. These four undertakings were in 
effect public utilities, regulated as to their working methods and 
charges. In spite of efficient and economical management, they 
drifted into such a poor financial state by the year 1938 that they 
appealed to the Government for relief. Before anything was done, 
the war came and for six years the transport situation has been 
abnormal. Passing to Government control, the railways were 
overwhelmed with traffic, while road services and coastwise sailings 
were curtailed in a drastic manner. The railway companies, 
however, did not benefit from the extra business, merely receiving 
a fixed annual payment based on their average net revenue for the 
years 1935, 1936, and 1937. Up to the end of 1944 additional 

earnings to the amount of £170,000,000 accrued to the Treasury. 

This accumulation of what might be called excess railway profits 
was largely a transfer of money from the coffers of many Govern- 
ment departments to the railway till, but its existence encouraged 
the trade unions to press repeatedly for higher pay beyond any 
extent which the increase in the cost of living justified. In 1944 
the war advance granted to almost all railway staff was 25s. 6d. a 
week, or £66 6s. a year in the case of adult males. Several grades 
of employees are known to have received other concessions so that 
the salaries and wages bill for 1945 may be estimated as being 
£45,000,000 above the pre-war figure. This addition to expenditure 
is half as much again as the total net revenue of about £30,000,000 
earned by the companies from all sources in 1938. On the top of it 
will now come the cost of the improvements in wages and con- 
ditions of service entailed by the railway wages settlement of 
August. That cost has not yet been stated and it is impossible 
for an outsider to estimate it accurately, but it must run to many 
millions in 1946 and each succeeding year. 

There were signs before the surrender of Japan that railway 
traffics and earnings had passed the peak. A rapid decline may be 
expected next year as Government traffic diminishes and competitive 
transport services revive. The continuous falling-off in coal output 
is in itself a serious matter for the railways, affecting their revenue 
both as carriers and as owners of most of the large coal shipping 
docks in the country. An early end will come to the period of 
artificial wartime prosperity and it will not be surprising if there is 
a deficit when the railway accounts for 1946 or 1947 are balanced. 

The outlook is not a happy one for the Labour Government, 
which has just taken office and stands committed to a policy of 
nationalising transport. When the Railway Control Agreement 
was settled in 1941, the Government of that day decided that 
rates, fares, and charges would no longer be adjusted to meet 
variations in working costs and other wartime conditions. Instead 
the Government undertook to determine the levels at which the price 
of railway conveyance should be fixed and steadily adhered to the 
opinion that transport costs should be kept down as one means of 
resisting inflation. Rates and fares have therefore not been advanced 
since 1940 and remain at 16% per cent. above the pre-war standard. 
If they were increased substantially in 1946 to offset the rising cost 
of labour, a dangerous “ spiral ’’ would be started, because transport 
costs have far-reaching effects on prices generally. The move 
would also be a poor advertisement for a policy of nationalisation. 
Traders want cheap transport in the time of rebuilding industry 
that lies ahead. All classes of the travelling public have been sub- 
jected to inconvenience and discomfort on overcrowded trains 
during the war years and would resent any proposal to put up fares 
all round. So an advance in charges would probably drive both 
goods and passenger traffic from rail to road on a larger scale than 
ever happened before the war. 

It is true that the Government propose to nationalise road trans- 
port as well as the railways. Road operating costs, too, are mount- 
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ing, and it may not be so easy for road carriers to undercut rail 
charges as it has been in the past. In theory road charges might 
be raised sufficiently to stop diversion of traffic from rail, but the 
public would scarcely tolerate a measure of that kind any more 
than they would agree to the allocation of traffic between rail and 
road becoming a permanent arrangement. Nothing could be more 
unpopular than an attempt to restrict road services unduly, though 
a Government with its mind set on State-ownership of public 
utilities hardly can avoid some stringent amendment of the regula- 
tions for the issue of ‘‘C”’ licences to traders using their own 
vehicles. The number of vehicles running under ‘“‘C’”’ licence 
increased rapidly before the war and their indefinite multiplication 
would stultify any scheme for converting the road freight haulage 
industry into a public utility designed to serve the whole country 
and to work in conjunction with the railways and water carriers. © 

So far the Government has not indicated how its socialistic ideas 
about transport are to be translated into practice, but the Prime 
Minister told the House of Commons on August 16 that the 
Government had resolved there should be no inflation. We will, 
therefore, assume that rail charges will not be raised precipitately, 
even if the Government has to resort to the alternative of subsidising 
the railway companies during the rest of the period of Government 
control. If once a State subvention were given, there would be little 
prospect of ever dispensing with it. Nationalisation of the rail- 
ways at the end of control would not turn a deficit into a surplus. 

Some economies would be attained by bringing the four main 
lines under a unified management. A few posts at the top would 
lapse. The number of legal, accounting, and technical officers could 
be reduced. Joint lines would be abolished and the Railway Clearing 
House would disappear. 
have to be run on a regional system and the great majority of 
their staff would carry on their duties precisely as they do to-day 
The experience of the 1923 amalgamations shows that the staff 
savings through unification would not be large in comparison with 
the millions handed out to the railway staff since 1939. 

Again, there is little or nothing to be done in the way of cutting 
out duplicate services. Where alternative routes are open, they 
serve separate purposes and could not be closed without causing 
much inconvenience. Economies could be effected by abandoning 
lines which give a poor return on the cost of maintaining and 
working them, but it so happens that some of these lines are of 
great strategic value and in any event to close them would be 
contrary to the accepted policy of developing backward areas of 
the country. The spread of uniform standards might bring some 
grist to.the mill, but that would be a slow process and might not 
reduce costs when it involved levelling up. In short, nationalisation 
of the railways cannot be justified on the score of economy in 
working. 

Neither, for that matter, can the boldest socialist guarantee that 
State-ownership will improve efficiency. Equally in war and in 
peace, our railways have proved that they are supreme in 

(1) The mass movement of passengers ; 

(2) The working of suburban services in densely populated 
areas ; 

(3) The conveyance of passengers over long distances at high 
speed 

(4) The carriage of high-class merchandise by express freight 
train over long distances ; and 

(5) The movement of heavy goods and mineral traffic by either 
short or long hauls. ‘ 

For the carriage of passengers and goods for short transits, and 
especially for cross-country services, road transport has distinct 
advantages. It is notorious that all the people interested in the 
road transport industry are in a militant mood and will strive 
might and main to extend their activities as soon as they cal 
procure vehicles, fuel and manpower. Unless our trade and com- 
merce prosper beyond present expectations, the railways will do 
well if they retain their traffic at the average level of 1935, 1936 
and 1937. 


Reluctantly, the writer concludes that the August wages settle- 
ment spells the end of private ownership of British railways, and 
marks the coming of an era when the lines will be a burden on the 


taxpayer. It is a sad prospect for the country which started public 
railways 120 years ago and taught all the world how to develop 
them. Not that we need despair of our railway system continuing 
to give good service, if its management is not ‘cramped by too 
much interference from Whitehall, but bright flashes of enterprise 
cannot be expected from an undertaking dependent upon State aid. 


On the other hand, the railways would ' 
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LETTERS TO THE EDITOR 


(The Editor ts not responsible for the opinions of correspondents) 


Railway Representation in Parliament 


Railway Clerks’ Association, 
25, Euston Road, 
London, N.W.1. August 21 
To THE EpITOR oF THE RalILway GAZETTE 

Six,—In your issue dated August 17, you state that ‘‘ there are 
now 21 railwaymen sitting on the Labour benthes, most of them 
drawn from the National Union of Railwaymen.’’ Knowing your 
passion for factual accuracy, I take leave to correct this state- 
ment in two respects. y 

First, there are 30 representatives of railwaymen of the salaried 
and operative grades on the Labour benches. In addition to the 
12 N.U.R. and 9 Railway Clerks’ Association panel or official 
candidates who secured election, 3 N.U.R. and 6 R.C.A. mem- 
bers sponsored by Divisional Labour Parties were elected. Two 
members of the Associated Society of Locomotive Engineers & 
Firemen also were successful at the polls. Of the total of 30, 
25 are working railwaymen; 5 only, all ex-railwaymen, are union 
officials. ; } 

Secondly, the Railway Clerks’ Association stands equal with 
the N.U.R. in the number of members in the House. Each 
Union can claim 15, of whom 2 are members of both unions, 
vhich accounts for the apparent disparity disclosed by totalling 
the figures in my second paragraph. ; 

[The Railway Clerks’ Association can also claim a member in 
the House of Lords, Lord Walkden of Bookham, who was its 
General Secretary from 1906 to 1936. 

Yours faithfully, 
" ¢. N. GALLIE, 
General Secretary 


“N or M” 


Movements & Transportation, 
HQ Land Forces Greece, 
C.M.F. August 22 

To THE EpITOR oF THE RalLway GAZETTE 
Sik,—Your issue dated July 20 announces a new class of 
ocomotive being built by the Southern Railway, for which 
the names will ‘* be chosen appropriately from towns and villages 

in Wiltshire, Dorset, Devon, and Cornwall.’’ 

\ppropriately,’’ perhaps; but how dull! It seems that the 
railways are forgetting what a locomotive name should convey, 
or they are trying to impose on it a function that it will not 
bear. Although the naming of locomotives is a subject that 
falls only by courtesy within the scope of ‘‘ Management, Engi- 
neering and Operation "’ indicated in the sub-title of your journal, 


many of your readers hold strong views on the matter; I should, 


like to suggest what is wrong with most modern locomotive 
baptisms. 

The prejudice for the last twenty yedrs has been to name 
locomotives in classes. Apparently the notion behind this is 
that the passenger or passer-by shall notice, with some satis- 
faction at his own and the railway’s cleverness, that City of 
London at this platform bears a similar name to City of Lichfield 
at the next and is therefore of the same class; that Dumbleton 
Hall is a sister (if halls may be given a gender) to Doldowlod 
Hall; and so on. This is a notion that can have been thought 
up only in an office where neat lists of scores of country seats, 
counties, schools, cities, regiments, colonies, and knights seem 
to be the important thing and the impact of the name on the 
passenger and the public of no interest at all. Of course, it is 
easier this way; all you have to do is to get a reasonably accurate 
encyclopedia and copy out the entries. 

This tendency is mixed up with a trend towards commercial 
advertising—using the engine as a poster site. To name loco- 
motives after football teams, cities, schools (even, worst of all, 
to turn Shooting Star into Lloyd’s, with the added absurdity of 
the number 100A1) is thought a commercial compliment. Does 
it in fact do any good to either side, apart from the refreshments 
that usually follow the christening ceremony? Does any pleasur- 
able emotion stir the breast of the traveller who gazes at the 
nameplate of General Steam Navigation or Sheffield Wednesday? 
I think not. 

All this leads to the horrible vice of consistency, or corrying 
the thing through to the bitter end; even when the original 
Class-names are good, the sponsors descend to rooting out topo- 
graphical detail from the gazetteer or literary allusions from the 
reference book; hence Albert Hall, Sir Dinadan, Calceolaria, The 
Bedfordshire & Hertfordshire Regiment, and the dreary list of 
suburbs and villages favoured by the Brighton railway in its 
heyday. P 

But, after all, it is just nonsense to name a locomotive—by 
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the very derivation of its name defined as a moving thing, that 
transfers itself from place to place—after some solid, immovable 
object like a castle or a town or some legal entity like a corpora- 
tion or a company. It is ridiculous to try to link two conceptions 
that have nothing in common. A locomotive is not built to be 
a monument or a stationary engine, though it may end its life so; 
no, it moves, and even at rest it is powerful and alive; its name 
should be one to stir the beholder or inspire him with awe at 
its significance of might and speed and force. If this is con- 
veyed, there is some point in conferring a name; if not, it isa 
waste of time and money. What better personification of swift 
and sustained motion than Mallard and Wild Duck; what more 
unfortunate than City of Truro? 

Let the next selection board set up to christen engines begin 
with a refreshed conception of why locomotives are named: five 
rules may help them :— 

i. Names of immovable objects will be ruled out; 

ii. Names of associations, clubs, and other abstracts will not be 
acceptable; 

iii. Nothing is gained by consistency in the type of name; 

iv. Any name selected will be that of a living, or at least a 
moving, thing, which is not intrinsically ridiculous when applied 
to a locomotive; 

v. The name will be reasonably familiar to educated persons. 

Racehorses, battleships, Scott’s characters, game (but not hunts) 
will pass these tests; evidently castles, cities, and the like will 
not, and rivers will have a hard time with the last clause of 
rule iv. If any more pointed indication is wanted, let the board 
reflect on some of the magnificent names the London & North 
Western Railway used to give—Lightning, Precursor, Basset- 
hound, Thunderer, Falstaff, Sirocco, Wolverine. They, at least, 
were worth money spent on their nameplates. 

Yours faithfully, 
. R. M. ROBINS, 
Major, R.E. 





Railway Wages 


London. August 25 
To THE EpiTor OF THE RAILWAY GAZETTE 

Sir,—The article on the wages agreement in The Railway 
Gazette of August 24 is much the best that has appeared. The 
Economist has a poor article and strangely doesn’t criticise the 
giving of liberal advances without any agreement that more work 
will be produced in return—the policy which it has been advocat- 
ing for months. Its own figures on changes in wages rates show 
that railwaymen’s pay had gone up by 41 per cent. since 1939, 
before the August concessions come into play. Then we have 
Sir Stafford Cripps chirruping to the cotton trade about higher 
wages though they are up 72 per cent. 

Yet next minute we are warned that things will be more austere 
than ever this winter. In other words, workpeople are getting 
wages which they cannot spend sensibly. The Government is in 
for a rude awakening soon. 

Yours faithfully, 


VIGILANT 
Pardigations 
64, Martyrs Field Road, 
Canterbury. August 24 


To THE EpiTor oF THE RAILway GAZETTE 

Sir,—The paragraph headed ‘‘ Pardigations’’ in your Scrap 
Heap of August 17 reminds me of a tale I once heard concerning 
that famous American railroad financier, Jay Gould. 

Gould, who at one period controlled a large number of impor- 
tant railways in the U.S.A., was a man of poor education, and 
his handwriting was a scrawl, almost indecipherable. In the 
construction of one line in which he was interested, he became 
involved in a dispute with a local farmer-landowner, and, seek- 
ing to put right a certain point, he wrote the farmer a letter in 
his own handwriting. 

Some time later this farmer had cause to travel over Gould’s 
railway. He arrived at the depot, boarded the train, and when 
asked for his ticket produced the letter. Railway officials could 
not read it, but recognised the signature of Jay Gould, and 
assumed the letter was a free pass over the line. Encouraged 
by this, the farmer tried it again. The result was always the 
same. Employees would see the signature and never take trouble 
to read the scrawl above it. 

The farmer used this letter as a free pass over a number of 
Gould’s lines for several: years before the fraud was discovered, 
providing one of the few examples of anybody ‘“‘ putting one 
over ’’ on the great Jay Gould. 

Yours faithfully, 
ARTHUR G. WELLS 
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Locomotive Water Gauge Readings 


5, Moss Hall Grove, 
London, N.12. August 20 
To THE Epitor oF THE Rattway GAZETTE 
Sir,—With reference to your August 17 issue, the report on 
the firebox accident between Hinton Admiral and New Milton, 
Southern Railway, recalls in the memory of the writer an incident 
of a lead plug of a narrow-gauge engine, manned with trainees, 
being melted although the water-gauge showed to the casual 
observer the meniscus clearly at normal level. Actually the lower 
connection between water-gauge and boiler was clogged so that 
the water level was deceptive. Proper observation would have 
revealed this fact because of the absence of the usual slight 
movements of the level. Experienced crews should never rely 
solely on the water-gauge, but intermittently try the gauge cocks. 
Yours faithfully, 
W. JACOBSCHN 


End-Door Corridor Coaches 


29, Sheffield Terrace, W.8. August 22 
To THE Epitor or THE RatLway GAZETTE 
Sir,—Can you exert your influence to prevent any more 
corridor coaches being built in Continental style, that is, with 
doors at the end only? Apart from the danger in case of an 
accident, it causes irritating delay at stations. It has not even 
the merit Continental carriages have of being able to open the 
window and pass out one’s luggage to a porter. Consequently 
an elderly woman has to wait till all passengers have got out 
before she can get her luggage attended to,-and thus arrives late 
on the taxi-queue. Is there any reason for it except the saving 
in a few locks and hinges? 
Yours faithfully 
ALFRED H. BURNE, 
Lt.-Colonel, D.S.O., R.A. 


* Railroading under Fire” 


182 Railway Operating Company, R.E.. 
B.L.A. August 15, 
fo THE EpItoR or THE RalLway GAZETTE 

Sir,—On reading through an article entitled ‘‘ Railroading 
under Fire, Canadian Pacific Style ’’ which appeared in The Raii- 
way Gazette for August 3, 1945, it was observed that certain 
ambiguities had crept in and it would be appreciated if they 
could be clarified in a future issue. 

At ‘s-Hertogenbosch the station was opened for traffic on 
December 22, 1944, a detachment of this Company, 182 Railway 
Operating Company, R.E., had moved in a few days earlier. 

This detachment worked ’s-Hertogenbosch with ever-increasing 
assistance from Netherlands State Railway personnel until March, 
1945, when the company was relieved of responsibility for the 
station working. The whole of the shelling occurred during this 
period and we have no recollection of any Canadian railway per- 
sonnel working trains, with the possible exception of odd locomo- 
tive test runs at a latter period, into the station; the trains were 
worked by drivers and firemen of this company and our sister 
company, 952 Railway Operating Company, R.E., with Dutch 
guards, and later by Dutch personnel throughout. I am happy 
to say that no fatal casualties were suffered by the detachment, 
although at times as many as sixteen shelling attacks on the 
station area were recorded during a week. 

With the advance to the Rhine the company moved forward 
and operated the whole of the lines in Germany west of the Rhine 
in the British sector. This brought the company to Cleve, which 
was our responsibility from its opening for traffic on approxi- 
mately April 4 last. Again trains were worked under shell fire. 
At this time the majority of the trains from Nijmegen to Cleve 
were worked by diesel locomotives with Canadian Railway Oper- 
ating Group personnel. 

The British Railway Operating Group to which this company 
belongs undoubtedly had been the spearhead of Montgomery’s 
drive into the Reich through Holland and in Germany up to the 
Rhine, when the heaviest traffic was worked. After the Rhine 
crossing, the Canadian Operating Group ‘‘ leap frogged ’’ us and 
became the forward group. At one station in Holland near the 
German border the divisional artillery ceased firing while trains 
operated by personnel of this company passed in front of the guns. 
Incidentally, the first British trains to cross the Rhine were worked 
by this company over the American bridge at Wesel; the supplies 
were destined for the Canadian Army. 

During the advance through Belgium and Holland to the Rhine 
the whole of the traffic was worked by British austerity 2-8-0 and 
2-10-0 locomotives with a smattering of Continental classes and 
British- and American-built diesel engines. The British austerity 
locomotives certainly proved their worth during this period with 
their good load hauling capabilities and easy maintenance. The 
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2-10-0 with its increased tractive effort and rocker grate was 
generally preferred. 

It is felt that in fairness to the men of this company, the 
majority of whom were with the company in the Middle East work- 
ing, among other lines, the Haifa, Beirut & Tripoli Railway in 
conjunction with South African Railway troops, and particularly 
to those of their number who lost their lives on trains in forward 
areas due to enemy action in Europe, that this should be written. 

It is the proud record of this company in Holland and Germany 
up to the Rhine that it delivered the —_— most of which was 
for the Canadian Army, as near to the front line as the railways 
existed in workable condition and it is to the credit of the British 
Railway Construction Companies in the area, whose magnificent 
work should not he forgotten that we were never very far behind. 

Yours faithfully. 
G. WILKINSON, 
Major, R. E, 


No. 6 Railway Control Team 


No. 6 Regional Railway Control Team 
B.L.A. August 9 
To THE EpiItor oF THE RAILWAY GAZETTE 
Sir,—I enclose two photographs, one of which you may care to 
print in The Railway Gazette. They show the officers who were 
with this team when it first formed. 


The first photograph has the wreckage of the Hohenzollern 
Bridge, Cologne, in the background and from left to right are: — 


Lt. Colonel E. A. Phillipson, R.E. ... 
Major W. M. Roscoe Taylor, R.E. ... 
Captain W. J. Templeton, R.E. ... 
Colonel B. M. Strouts, R.E. 

Major H. A. Pope, R.E. - 
Major J. A. Eve , 

Major A. J. Lefevre, Tc 


- (Deputy Director) 


S.R. 
: : Lehigh Valley RR. 

As this picture, which is undoubte dly the more interesting, may 
e too indistinct I have enclosed another which shows the same 


team with the exception of Major Lefevre and the inclusion of 
Captain Brooks. Reading again from left to right the officers are :— 


Major W. M. Roscoe aanet R.E. i. SR. 
Major J. A. Eve, R.E. sa we 

Captain F. E. Brooks, R.E. ... 

Lt.-Colone! B. M. Strouts, R.E. ... ~~ R. 
Lt.-Colonel E. A. Phillipson, R.E. ... cals R. 
Captain W. J. Templeton, R.E.... - R. 
Major H. A. Pope, R.E. bi im L.M.S.R. 


Sinks faithfully, 
B. M. STROUTS, 
Lt.-Colonel, R.E. 


(Deputy Director) 
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The Scrap Heap 
Sixteen Ministers of Transport 
Sir Eric Geddes 1919-1921 
Viscount Peel as - ‘ie we 1921-1922 
Earl of Crawford ... sat ea ae 1922 
Sir John Baird a 1922-1924 
Harry Gosling ~~ iv 1924 
Rt. Hon. Wilfred Ashley 1924-1929 
Herbert Morrison a 1929-1931 
P. J. Pybus — 1931-1933 
Hon. Oliver Stanle 1933-1934 
L. Hore Belisha 1934-1937 
E. Leslie Burgin rp sar ron apd 1937-1939 
Captain Euan Wallace... ae aks 1939-1940 
Sir John Reith ons on ate le 1940 
Lt.-Colonel J. T. C. Moore-Brabazon 1940-1941 
Lord Leathers jee oem Sus 1941-1945 
Alfred Barnes ree ae i pan 1945 
+ ~ + 


TRAINLOADS OF GOLD 

In a recent few days more than 12,000 
cases Of bullion belonging to the Nether- 
lands Government have been carried by 
the G.W.R. in three special trains from 
Wolverhampton for shipment to Holland. 

* - 
PILFERING IN REVERSE 

When in Abergavenny a man sent a 
parcel to his address in Bath. On arrival 
he tound all the contents intact, including a 
silver Cigarette Case. 

In the package, however, were two other 
articles, neither of which he had ever 
One was a tin of pilchards, 
packed by a firm in Colorado, and the other 


p yssessed 


a large Argentine tinned tongue.—From 
“ Peterborough ”’ in ‘‘ The Daily Telegraph.” 
* * * 


[TRAVELLING IS THIRSTY WORK 

Six women in the L.M.S.R. reclaimed 
bottle depot at Ashton, Manchester, are 
kept busy from morning to night sorting 
out bottles left in L.M.S.R. trains. Since 
September, 1941, when the depot was 
opened to assist in the salvage drive, no 
less than 1,428,892 bottles have been 
sorted and sold back to manufacturers. 
Some 3,000 milk bottles a month are sold 
back to the trade, 36,000 beer and 
mineral water bottles go back to the 
bottlers each month, and one firm of pre- 
serve manufacturers buys 1,000 reclaimed 
jars a month. Six tons of broken bottles 
reduced to cullet and sold 
to bottle manufacturers and thousands of 
screw tops have been recovered and sold. 
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Bruce Woodcock, British heavyweight 
boxing champion, who is a locomotive 
erector at Doncaster Works, L.N.E.R. 


* * * 


100 YEARS AGO 


From THE RAILway TIMEs, A ugust 30, 1845. 





OUTH EASTERN RAILWAY. — Pleasure 
Excursions between the Bricklayers’ Arms and Dover 
Termini, and all Stations except London Bridge, at One 
Fare there and back, every Saturday and Monday until 
further notice. On the above-named days Excursion 
Tickets will be issued by the following Trains:— 
DOWN TRAINS. UP TRAINS. 
6.45 a.m. “rd Class Train 5,20 a.m. 3rd Class Train 
10. 0 a.m. Ist & 2nd ditto 6.45 a.m. Ist & 2nd ditto 
4. 0 p.m. 3rd Class ditto 2. 0 p.m. 3rd Class ditto 
5..0 p.m. Ist & 2nd ditto 6 20 p.m. Ist & 2nd ditto 
FARES THERE AND BACK. 

Ist Class, 18s. tid. ; 2nd Class, 12s.; 3rd Class, 7s. 4d. 

Trains callmg at the stations on the Maidstone branch 
line will meet the whole of the above-named trains at Ton. 
bridge, 'eaving Maigstone at 3 a.m. and 7.45 p.m. tor Brst 
and secund class passengers, and at 7.0 a.m., and 4.0 p.m, 
for third class passenges, and ‘Tunbridge for Maidstoue on 
the arrival ofall the down excursi -» trains. 

Excursion tickets are available only to return by theex- 
cursion trains on the same day they are issued, or on the 
fo!'\owing Monday, when issued on the previous Saturvay. 

N. Ex:ursion tickets are not issued to or fiom the 
Loodon-bridge Terminus. 

By order, 
W. O'BRIEN, Secretary. 
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** Excuse me, are you the Stationmaster ?”’ 


‘** No, madam, station porter. 


Ex R.N!” 
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RAILWAY QUESTIONS AND ANSWERS 


Statement: It is alleged that the public would 
get far better service if the railways, or indeed 
if all transport, were owned and controlled by 
the State. 

Answer: This assertion can only be made on 
grounds of (a) political faith, (b) experience of 
State-ownership in this country, or (c) experience 
of State-ownership of railways abroad. As to 
(a), if che allegation is made on grounds of political 
faith, no argument, no evidence, no proof to 
the contrary wilJ avail. Those who believe in 
State-ownership because their political party 
advocates it cannot be convinced that what may 
be suitable in one country may be undesirable 
in another, such as freedom-loving Britain. (b) 
The railways have to prove each year to the satis- 
faction of the Railway Rates Tribunal that they are 
efficient and provide the best possible service to 
the public. Is it likely that if the railways were 
owned and controlled by the State that this and 
other safeguards for traveller and trader would 
be retained ? No doubt if the State owned the 
railways fares could be reduced, wages increased, 
peak hour services run all round the clock and 
other pleasant extravagances introduced, but the 
taxpayer would have to make good the loss. He 
would have to pay because the railways would be 
Operating at a gigantic loss which could be made 
good only from the taxpayer's pocket. We are 
lefe then with the third alternative, that this 
allegation is based on experience of State-owned 
railways abroad. What are the facts? Only 
47 per cent. of all the railway mileage in the world 
is State-owned so there is no unanimity abroad 
that State-ownership of the principal means of a 
country’s transport is necessarily desirable. But 
what is more important,jonly 29 per cent. ofall the 
world’s State-o vned railways are self-supporting ; 
the remainder are subsidised by the taxpayers. 
The total deficits on State-owned railways in 
1938 converted to £ sterling at pre-war rates of 
exchange were £90,151,000 and the surpluses 
£8,312,000.—From ‘‘ Answers to Questions and 
Statements,’’ issued by the British Main-Line Railway 
Companies, 22, Palace Chambers, London, S.W.1. 
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NATIONALISATION OR ROYALISATION ? 

Talking of nationalisation, may we offer 
some small cheer to those who tremble at 
the word, and a little advice to those whose 
business it is to make people like the old- 
fashioned proposal. 
We have often wondered why instead of 
nationalise ’’ they did not say “ royalise.’’ 
Not a good word; but it would have 
comforted many anxious minds, and in- 
spired some dubious ones. Even the latest 
favourite, ‘‘ public ownership,’”’ does not, 
we suspect, cause many hearts to flutter 
with delight. After all, if the railways 
are nationalised, they will become the 
property of the Crown, and they will be 
run by His Majesty’s Engine-drivers and 
His Majesty’s Porters—a jolly conception. 
Every train will be a royal train, drawn by 
His Majesty’s Engine ‘“ Rapid’ or 
‘“‘ Lightning.’”’ H.M.E. will be as familiar 
as H.M.S. Probably they will fly some new 
royal ensign. The monkey-boats on the 
royal canals, we suppose, will wear the 
White. Every tip—but presumably there 
will be no tips. The same with the mines. 
The coal is the King’s already. Now it 
will be hewn by His Majesty’s Miners, and 
over the pithead the new Black Ensign will 
fly.—Sir Alan P. Herbert in “ Punch.” 


* * + 
TAILPIECE 

article on the railways of Palestine 

appears in this issue) 
We held the Middle East, the key 
To empire and to victory, 
And, vital to that great design, 
We held the rails of Palestine. 


(An 


Where patriarch bands had moved of old, 
The stores of battle onward rolled. 

In ceaseless flow our arms were sent. 

The railways ran—and Rommel went. 


The system Allenby had known 
Helped us again to hold our own— 
A bulwark of our battle-line, 

The vital rails of Palestine. 
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OVERSEAS RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


South African Airways 


Since the re-introduction of civil air 
services on a restricted basis in December 
last, the schedules originally introduced 
have been changed or expanded on several 
occasions. Routes along which the flow of 
traffic remains consistent throughout the 
year are few. The bulk of the traffic is 
subject to seasonal fluctuations and in the 
interests of economy and efficiency it is 
essential that the flow of traffic should dic- 
tate the frequency of the service. The very 
limited number of aircraft at present avail- 
able has necessitated even more rapid 
changes of schedules than might otherwise 
have been the case. The principal routes 
on which important seasonal fluctuations 
have occurred are the Rand-Cape Town, 
Rand-Durban, and the coastal Cape Town- 
Durban services 

Livestock Traffic 

To assist and advise the public a Live- 
stock Inspector has been appointed, who 
will travel to all parts of the Union and 
South West Africa. His duties are to 
inspect the loading of animals and their 
handling in transit, and to ensure that the 
South African Railways & Harbours regu- 
lations are carried out. When animals are 
accepted the railways insist on their being 
watered and fed immediately before truck- 
ing 

If the rail journey exceeds 45 hours in 
duration the stock must be off-loaded after 
not more than 36 Hours, for feeding and 
watering and a rest of at least four hours. 
Adequately equipped stations are provided 
for this purpose at suitable points. For 
long-distance transport, trains are timed 
to arrive early at intermediate feeding and 
watering places so that cattle can be 
attended to and sent forward on the same 
day. These measures for the care of 
animals in transit were adopted as a result 
of the recommendation of the Livestock 
Commission of the Department of Agri- 
culture. 

Wagon Repairs 

In the later years of the war the work- 
shops of the Rand Gold Mines rendered 
invaluable service to the railways by 
repairing wagons. The work was begun 
in July, 1943, when the position had become 
critical because many railway workpeople 
were on active service, and South African 
Railways & Harbours shops could not cope 
alone with all repair work. Deliveries of 
new rolling stock were small and in- 
frequent and a larger volume of repair 
work than usual was necessary because of 
the intensive user of wagons. 

In 21 months from July, 1943, the mine 
workshops repaired 1,873 wagons. The 
output was 41 in July, 1943, but by July, 
1944, the number had increased to 154. 
In the 21 months, 524,842 man-hours were 
devoted by the gold mines to wagon repair 
work for the South African Railways & 


Harbours Administration, equal to the 
release of approximately 4,000 tons of 
wagon capacity monthly. 
Staff Representation 
Membership of the recognised South 


African Railways & Harbours Staff Asso- 
ciations is increasing steadily. At present 
the six staff associations have a membership 
of 50,420 out of a total European staff of 
82,000. A revised method of staff repre- 
sentation was introduced in 1942 when 
only 31,725 railway servants were members 
of staff associations. In three years, 


therefore, 18,695 additional members have 
been enrolled. 

In the last five years the principle of 
consultation and co-operation between the 
Minister of Transport and the railway 
management on the one hand, and the staff 
associations on the other, has become a 
recognised factor in the maintenance of 
good working relations. As a result, the 
railways, harbours, and airways have been 
operated without staff troubles. Each of 
the six major railway staff associations 
recognised by the Administration as nego- 
tiating bodies, represents a group of re- 
lated grades. They are classified broadly 
as salaried grades, footplate grades, operat- 
ing grades, artisan grades, miscellaneous 
(employee) grades, and railworkers. 


UNITED STATES 


New Virginian 2-6-6-6 Locomotives 

The example of the Chesapeake & Ohio 
Railway in introducing the unique 2-6-6-6 
wheel arrangement for heavy freight service 
has now been followed by the Virginian 
Railway, which has just obtained eight 
steam locomotives of a similar type from 
the Lima Locomotive Works. These en- 
gines have four 224 in. x 33 in. cylinders, 
5 ft. 7 in. driving wheels, 260 lb. pressure, 
and a tractive effort, at 85 per cent. of the 
working pressure of 110,210 lb. ; the weight 
in working order is 336 tons (of 2,240 Ib.). 
The tender is of anew type, with a six-wheel 
bogie at the front end, and an eight-wheel 
bogie at the rear; it accommodates 26,500 
U.S. gal. of water and 223 tons of coal. 
Practically the whole of the Virginian 
trafic is in coal, and this railway has 
always specialised in outsize motive power, 
both steam and electric (the heaviest grade 
section of the main line is electrified) and 
rolling stock in order to move maximum 
tonnage with as much speed and efficiency 
as possible. The largest coal wagons in 
use are 12-wheelers, each accommodating 
107 tons (of 2,240 lb.), and some years ago 
the Virginian created a record by assembling 
a load of 111 12-wheel wagons, with a gross 
weight of 15,400 tons and a length of 
6,050 ft., and moving it over 125 miles 
from Victoria to Sewalls Point with one 
compound articulated steam locomotive of 
the 2-10-10-2 wheel arrangement. 


A New Viaduct across the Pecos 
River 

While war conditions in the United States 
have hampered new construction, because of 
the shortage of steel, some major bridge 
projects have been made doubly urgent by 
the necessity for shortening and improving 
existing railway routes, and especially for 
replacing early bridges by more modern 
structures capable of carrying the heaviest 
locomotives. In the latter category is the 
Pecos River Bridge, which spans the gorge 
of the Pecos River, an affluent of the Rio 
Grande, near its mouth, and is owned by 
the Texas & New Orleans Railroad (the 
Southern Pacific lines in Texas and 
Louisiana). The old bridge was a most 
spectacular structure, 2,180 ft. long, and 
carried the rails on slender trestle towers 
about 300 ft. above the river, with a central 
cantilever span of 185 ft. It was completed 
in 1891 and was suitable for loading corre- 
sponding to Cooper’s E25. In 1909 certain 
strengthening was carried out, and finally 
the bridge was permitted to carry Cooper’s 
E60 loading, but at a speed not exceeding 
12m.p.h. Not only was this reduced speed 
a handicap to operation, but cracks appear- 
ing lately in various parts of the structure 
made replacement urgently necessary. 
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This has now been carried out at a poi: 
440 ft. downstream. A cantilever type of 
bridge has been built, with a central span 
of 374 ft. 6 in., two side spans of 267 ft. 6 in. 
each, and two end spans of 160 ft. 6 in. each ; 
at the two ends there are also single plate- 
girder spans of 80 ft. Over the cantilever 
section the bridge thus measures 
1,230 ft. 6 in., and overall the length is 
1,390 ft. 6in. Maximum height of the rails 
above the valley floor is 306 ft., at the 
highest of the bridge piers, which itself is 
257 ft. 6 in. from footing to cap. The two 
highest piers are both hollow and designed 
on earthquake-resistant lines. The con- 
tract required the completion of the piers 
on one side of the bridge in 240 days, to 
permit the placing of the steelwork on half 
the bridge while the remaining piers were 
under construction ; all the sub-structure 
was due for completion in 240 days 
Despite material and labour shortage, the 
excess of time actually taken over the 
240 days was only 16 days; and the whole 
of the work, though seriously delayed at 
various stages by war priorities, has been 
completed in less than two years. The new 
bridge is designed for Cooper’s E72 loading, 
and with important changes of alignment 
and grading now under way or planned, 
the movement of both passenger and freight 
traffic over this Southern Pacific traffic 
artery will be considerably expedited. 


SWITZERLAND 


Montreux-Oberland Railways in 1944 

Record working results were attained by 
all lines of the Montreux-Oberland group of 
railways in 1944. The group, under the 
joint managership of the M.O.B. (Mon- 
treux-Oberland Bernois Railway), controls 
the following routes :—Montreux-Chamby- 
Les Avants-Zweisimmen (main line of the 
M.O.B.), Zweisimmen-Lenk (M.O.B.), 
Clarens-Chailly-Blonay, Montreux - Glion, 
Glion-aux Rochers de Naye. Included 
also are two funicular railways, Territet- 
Glion and Les Avants-Sonloup. All lines 
are metre-gauge and electrically worked 
except the Territet-Glion funicular which 
works on the water counterweight system. 

The number of passengers carried on the 
lines of the M.O.B. proper increased to 
1,340,000 in 1944 compared with 1,270,000 
in 1943 and passenger receipts were higher 
at fr. 2,400,000 (£138,330) compared with 
fr. 2,120,000 (£122,190) in 1943. Goods 
conveyed on the M.O.B. lines aggregated 
83,885 metric tons (86,631 metric tons) but 
goods receipts increased to fr. 591,070 
(fr. 559,920), mainly because of the increase 
in rates introduced as from April 1, 1944. 
Total working receipts were fr. 3,230,000 
(fr. 2,880,000) and working expenditure 
was fr. 2,370,000 (fr. 2,100,000). The 
working surplus at fr. 854,930 (fr. 780,780) 
exceeded by some 100,000 francs the best 
working surplus previously attained (1928). 
The working ratio was 72-56 per cent. in 
1944 as against 71-24 per cent. in the pre- 
ceding year. Total revenue, however, 
including revenue earned by the buffet of 
Chateau-d’Oex station which is under the 
direct management of the company, as well 
as by the company’s property at Chamby 
and Clarens, was lower at fr. 1,110,000 
(ir. 1,490,000) and so was the favourable 
balance of the profit and loss account which 
closed with fr. 6,940 (fr. 15,600) which was 
carried forward. No dividend was paid. 

The development of the traffic is also 
shown by the fact, that the power consump- 
tion in 1944 of the M.O.B. Railway, of the 
Montreux-Glion Railway, of the Les Avants- 
Sonloup funicular and of the Clarens- 
Chailly-Blonay Railway totalled 6,270,000 
kWh compared with 5,660,000 kWh in 
1943. 
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Wartime Replacement 
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of Harbour Bridges 


Vital bridges were constructed at a Western European port in 


days and then 


nine 


converted to 


vertical lift spans by 


American troops 


A FTER the capture by the Allies of an 
important west coast port in Europe, 
the primary requirement was the restora- 
tion of a number of dock gates controlling 
iter levels in over a dozen locks, docks, 
1nd basins; the tide range outside varied 
by 25 ft. It was urgent also to link up 
these basins with road and railway com- 


channel. At this point both road and rail 
bridges were required by the Allies, and, 
as the original spans could not be salvaged, 
it was decided to replace them with a 
Bailey road span and a Unit Construction 
Railway Bridge (U.C.R.B. span). 

The double-line Scherzer wreckage was 
much more easily pulled out of the water 
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had the spans been installed than orders 
were received to convert them to vertical 
lift spans. 

Launching and Liftins Methods 

The Bailey span was launched in the 
usual way as a cantilever with a launch- 
ing nose, but the U.C.R.B. span was 
launched piecemeal, truss by truss, with 
the aid of a 30-ton caterpillar crane on 
each side of the gap, the flooring and track 
being subsequently installed. The whole 
job was completed in nine days. 

For conversion to lift spans, additional 
piling was required in the pile abutments, 
to carry the gantry frames and hoist plat- 
forms. Each gantry frame consisted of 
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Layout and structural details of gantry frames and hoist arrangements to convert railway and road bridges 


munications to enable the loading and un- 
loading of shipping in the basins to be 
begun at the earliest possible moment. 
Allied bombing and German demolition 
had wrecked all the original bridges, gener- 
ally in such a way that the wreckage 
blocked the basin entrance. 

In one instance the bridges consisted of 
two parallel rolling lift spans adjacent to 
one another, one carrying a single and the 
other a double line of railway track, and 
each having a span of 120 ft. When the 
bridge portions of these Scherzer spans 
were cut loose by the demolition charges, 
the massive counterweight portions rolled 
back and completely blocked the tracks, 
vhile the bridge sections blocked the 


into lift spans 


than that of the single-line span, and the 
new bridges were, therefore, thrown across 
the gap on the alignment of the former 
rolling-lift span. There was sufficient 
space for both a road and single-line rail- 
way to pass between the rolling segments 
of this span once the counterweight had 
been removed. The channel width was re- 
duced to about 75 ft. by timber pile 
trestling, and an 80-ft. U.C.R.B. and a 
75-ft. Bailey double-single road span were 
used to bridge the gap. The Bailey bridge 
was described in our issue of December 
22, 1944, and the U.C.R.B. in our 
March 2 issue this year; the normal 
methods of launching these spans were 
described also in those issues. No sooner 


three timber legs, one on each side of the 
two bridges and one between them; the 
lifting blocks were attached to a steel 
girder cross-member resting on the legs. 
A four-ton petrol-driven hoist and suitable 
tackle at each end of the bridge provided 
the power to lift the 35-ton U.C.R.B. and 
the 20-ton Bailey span through a 13-ft. 
lift in about 4 min. The general arrange- 
ment of the gantries, bridge spans, and 
hoisting gear and tackle is shown in the 
accompanying drawing, for which, and the 
above details, we are indebted to our 
American contemporary, Engineering 
News-Record. This rapid work was car- 
ried out by U.S.A. Army Engineer and 
Port Construction and Repair troops. 





RaiLway PosItTIon IN PoLanp.—The 
route length of the railways of Poland 
in the territory occupied at the end 
of the 1939-45 war is stated to be 
14656 miles, compared with 12,493 miles 
in pre-war Poland. These figures exclude 
local government and _ privately-owned 
suburban lines. The increase in the route 
length is due mainly to the fact that 
Poland has lost to Russia many of her 
eastern provinces where the railway system 
was not greatly developed, but has occupied 
German provinces in the west and north 
possessing a dense railway network. 

Compared with 5,293 standard-gauge 
locomotives and 290 narrow-gauge loco- 
motives owned by the Polish State Railways 
at the beginning of 1938 (excluding 135 





locomotives owned by local-government and 
privately-owned suburban lines), Poland at 
present has but 3,150 locomotives. Of this 
total, 48 per cent. is under repair. The 
proportion of the rolling stock under repair 
is stated to be 33 per cent. 


DESPOILING THE NETHERLANDS RalL- 
ways.—In September, 1944, the staff of the 
Netherlands nailways went on strike in 
the Allied interest. Owing to the course 
of events, this strike had to be kept up for 
eight months. Germany used this period to 
destroy and rifle the railways thoroughly, 
and the undermentioned official figures, 
sent to us by the Netherlands Railways 
Administration, give an idea of the extent 
of the catastrophy :— 


20 per cent. of the stations destroyed or badly 
damaged. 

164 per cent. of the track broken up and carried off. 

70 per cent. of all railway bridges destroyed or 
damaged. 

40 per cent. of the signal boxes out of working order. 

100 per cent. of the automatic telephone exchanges 
out of action. 

90 per cent. of the electric overhead network taken 
away. : 

80 per cent. of the railway substations (transformers) 
were entirely rifled. 

100 per cent. of the modern streamline electric rolling 
stock carried off, ruined, or rendered useless. 

77 per cent. of the streamline diesel-electric. vehicles 
carried off to Germany, and the remaining vehicles left 
out of working order. 

50 per cent. of the locomotives disappeared ; of the 
remaining engines 50 per cent. were not in working 
order. ” 

90 per cent. of the passenger carriages carried off to 
Germany. 

98 per cent. of the goods wagons disappeared. 
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THE RAILWAYS OF PALESTINE 
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Map showing the railways of Palestine and their connections with neighbouring systems 


(See article on opposite page) 
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Palestine Railways in Peace and War 


A vital transport link between Europe and Africa 
By A. F. Kirby,- 


General Manager, Palestine Railways 


- 
THE track and equipment of _ the 
Palestine Railways at the outset of 

the European war was little different from 
taken over from the military 
iuthorities after the war of 1914-1918. A 
few additional locomotives, carriages and 
vagons had been added and, fortunately, 
some fine workshops had been provided at 
Kishon in Haifa Bay. Most of the loco- 
motives had been sabotaged during the 
disturbances of 1937-38, and most of the 
passenger coaches were those which, built 
as far back as 1895 or 1906, had been 
ught to the Middle East as ambulance 
trains in the last war. The rails in the 
track were the same as laid by Allenby’s 
army. Considering also that staff and 
expenditure during the years immediately 
before the war had been cut to an uneco- 
nomically low level, it is a matter for 
satisfaction that the railways have dis- 
charged with credit the heavy tasks which 
were laid on them, first in 1941 in dealing 
with the Syrian campaign and afterwards 
in dealing with phenomenal increases in 
traffic during the critical years of 1942 
and 1943. The Syrian campaign necessi- 
tated intensive traffic to and from Syria 
through Samakh. During the years 
1941-42 and 1942-43 the ton-kilometrage 
over the narrow-gauge railway was 
double that of the pre-war years. This 
was achieved with the most meagre equip- 
ment left over from the last war. At the 
urgent request of the military authorities 
several derelict locomotives were taken 
from the scrap yard and reconditioned for 
service and a considerable number of dis 
carded wagons was brought back into 


ery 


Renovations and Extensions 

[he renovation of the Hedjaz Railway 

[rans-Jordan was also taken in hand, 
together with an extension from Maan to 
Nakb Ashtar, so that it might be operated 
to full capacity in the event of Akaba 
having to be used as an alternative port 
to Suez—an alternative which appeared 
not improbable during the critical months 
in 1942. On the conclusion of the Syrian 
campaign, large scale schemes were under- 
taken to expand the capacity of the 
Standard-gauge railway connecting Pales- 
tne with Egypt, and at about the 


same time construction was commenced 
by the British army on a new railway 
from Haifa to Beirut and Tripoli to con- 
nect with the railways of Syria, Turkey, 
ind Iraq. These works threw a heavy 
burden on the Palestine Railways. The 
engineering branch undertook a_ very 
heavy programme of work in building 
stations in Sinai and Palestine, in re- 
planning and enlarging marshalling yards 
at Kantara, Lydda, and Haifa, and in pro- 
viding sidings to serve military depots. 
All this work, costing little short of half 
1 million pounds, was undertaken with no 
extra executive staff and in the face of 
heartbreaking difficulties in the supply of 
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material, shortage of labour and con- 
stantly increasing traffic. By April, 1942, 
the freight traffic passing over the stan- 
dard-gauge railways had risen to about 
27 million ton-kilometres a month as com- 
pared with the pre-war average of 10 
millions, and this was being accomplished 
with practically no additional locomotives 
or wagons, and with little addition to the 
pre-war staff. 


War Strain 


The strain on the railways’ resources 
had almost reached breaking point. Early 
in 1942 there was a succession of serious 
train smashes. Both station and train 
staff were being grossly overworked and 
the situation required prompt and 
energetic measures to avoid collapse. 
Immediate steps were taken to recruit 
additional staff and some assistance was 
obtained by hiring a few War Department 
locomotives and wagons which had by 
then begun to arrive in small numbers in 
the Middle East. 

At that time, also, the decision had to 
be taken to convert all Palestine Railways 
locomotives from coal- to _ oil-burning 
because of the difficulties of obtaining coal 
from overseas. This threw a yet greater 
strain upon the workshops and _ train 
operating staff, since experience of new 
methods had to be gained during a period 
when experiment could least be afforded. 
The position became very critical during 
the ensuing year, which was one of con- 
stant anxiety lest the pressure upon men 
and materials should be too great. The 
railway staff acquitted themselves as 
admirably during this period as they did 
during the years of internal disturbance, 
and the people of Palestine owe them a 
debt of gratitude for the way in which 
they maintained the vital line of com- 
munication with Egypt which, at that 
time, was the only effective channel 
through which adequate supplies could 
come to Palestine. Vast quantities of 
essential foodstuffs and industrial 
materials were conveyed from __ the 


General view of the railway workshops at Haifa, Palestine Railways 
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Egyptian ports, and by the barge service 
from Suez, via Kantara and the railway 
across Sinai. This traffic, so vital to the 
welfare of Palestine’s people and Pales- 


tine’s industrial war effort, was main- 
tained at a time of critical military 
activity. The months of April to Sep- 
tember, 1942, were the most acute. The 
various works to expand capacity were 
only half completed, locomotives and 
wagons had been but little augmented, 


and staff was still very inadequate. The 
effect of overworking plant and equipment 
was beginning to be felt; locomotives were 
suffering from lack of proper maintenance 
and were falling out of service and the 
staff were becoming restive. 
Egyptian Traffic 

Yet it was at this time that the rail- 
ways were faced with the seemingly im- 
possible task of coping with the spate of 
additional tonnage from and to Egypt 
which came at the time Rommel was at 
E] Alamein. Ten stations in Sinai were 
opened, almost overnight, the staff were 
accommodated in tents until proper 
buildings could be completed. The: train- 
ing of staff in the rudiments of train work- 
ing, the installation of signals, passing 
loops, and the intricate electrical instru- 
ments for the safe working of trains within 
so short a period was no small achieve- 
ment. Within a month the ton-kilo- 
metrage rose by 7 millions and the num- 
ber of wagons on the Palestine Railways 
system rose to 2,000 above the normal 
stock of about 2,500; yet during all this 
period the civil supplies to Palestine were 
adequately maintained. During the years 
1942 and 1943 the acute shortage of 
trained staff was eased by the army plac- 
ing at the disposal of the management a 
military operating group which gave valu- 
able service for nearly a year in working 
trains between Kantara and Gaza. It is 
pleasing to be able to recall the co-opera- 
tive manner in which the personnel of 
this military unit worked with the civil 
staff and maintained an even flow of 
traffic, despite language differences and 
difficult operating conditions. 


Traffic Increases 


As the months passed by there was no 
relaxation in the pressure and, on the 
completion of the Haifa-Beirut-Tripoli 
Railway in December, 1942, with a 
worsening of the shipping situation, the 
traffic over the Palestine Railways in- 
creased yet further until by August, 1943, 
the standard-gauge ton-kilometrage in 
one month reached over 46 millions—as 
compared with the immediately pre-war 
figure of 116 millions for the year 1938-39. 
For the year 1943-44 the total ton-kilo- 
metrage over all railways under the Pales- 
tine Railways management reached the 
peak figure of 501 millions, which was a 
330 per cent. increase above the pre-war 
year, and 203 per cent. above the heaviest 
pre-war year of 1936-37 when the ton-kilo- 
metrage reached 165 millions. Total work- 
ing expenditure in 1943-44 rose to the 
unprecedented figure of £P2,287,000—an 
increase of 219 per cent. above the 1936-37 
figure of £P715,000, and revenue reached 
the high figure of £P3,115,000. Of the 
latter, £P403,683 was payable to His 
Majesty’s Government as profit on the 
working of the Kantara-Rafa Railway. 
The total tonnage of goods conveyed dur- 
ing 1943-44 was nearly 2,600,000 tons and, 
of this, over 620,000 tons were imported 
and over 230,000 tons exported. To 
achieve these great imcreases, 50 War 
Department locomotives and 2,000 wagons 
were, at times, used to augment the Pales- 
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tine Railways stock—the locometives by 
direct hire from the Army and the wagons 
through the medium of a wagon exchange 
agreement. The hired locomotives com- 
prised R.O.D. 2-8-0 types which were in 
service in France during the Iast war. 
L.M.S.R. 2-8-2 types built in England and 
American-built 2-8-2 Baldwin locomo- 
tives. For a period some diesel locomo- 
tives which were intended mainly for use 
in the Western Desert were also brought 
into service. The operation of these 
various types, which were strange to the 
Palestine Railways staff, was not without 
difficulties. Many thousands of Allied 
troops—of all nations—were conveyed 
over the Palestine Railways during this 
period. 
Rates and Staff 


It is noteworthy that all military traffic 
has been conveyed at non-profit making 
rates. Despite this, the level of civil 
rates has remained well below the general 
level of costs in Palestine, and the war- 
time surcharges have been less than those 
imposed by the railways of neighbouring 
countries. The 25 per cent. rise in third 
class fares—with no increases in first and 
second class fares—and the 50 per cent 
rise in goods rates are relatively small if 
compared with the extraordinary increases 
in the local prices of labour and materials. 
[It is of interest to record, however, that 
wartime cost of living allowances alone 
were one-third of the total working expen- 
diture for the year 1943-44 and that there 
was a threefold increase in the price of 
fuel, which is the largest single item of 
operating expenditure and cost no _ less 
than £P462,000 in 1943-44. The rise in 
price latterly has been offset to some ex- 
tent by the use of oil instead of coal and 
it is hoped that assiduous training of staff 
and modifications in the oil burning 
arrangement will produce yet further 
economies in fuel consumption. 

Much has been done during the war 
years to improve staff service conditions 
and to endeavour to raise the general level 
of proficiency. A training school, with a 
hostel, was opened in Haifa and is now 
proving of great value. 

As with all transport concerns, losses 
from thefts during wartime became a 
major problem. A special police division 
was formed in 1942 to work in Palestiné 
and a ghaffir force was introduced to 
escort all trains in Sinai. These measures 
have been so effective that theft has fallen 
to negligible proportions. 





Post-War Problems 


It must be remembered that none of the 
railways comprising the Palestine Rail- 
ways system was constructed as a com- 
mercial venture, except the old Jaffa— 
Jerusalem line—and even that was not 
successful in producing adequate revenue 
from the pilgrim traffic for which it was 
intended. The Hedjaz Railway was built 
as a ‘‘ Holy railway ’’ for pilgrims to 
Mecca and the standard-gauge railway, 
which is the main line from Haifa to 
Kantara, was built for purely military 
reasons. The present-day position can be 
summarised as under:— 

(i) The Palestine Railways proper; com- 
prising a total of 320 kilometres of stan- 
dard-gauge railway including the main line 
from Haifa to Rafa and the branch rail- 
ways to Jaffa and Jerusalem. It is from 
this section only that the Palestine Rail- 
ways must rely to cover overheads and 
earn any surplus. 

(ii) The Kantara-Rafa Railway; a sec- 
tion of 205 kilometres which runs across 
the Sinai Desert from Kantara to Rafa. 
It is owned by the British Government 
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and is operated by the Palestine Railways; 
on behalf of the Government. This rail. 
way has been profitable in wartime but, 
with a return to peacetime conditions, the 
traffic is likely to be negligible. 

(iii) The Hedjaz Railway: The 527 kilo. 
metres operated by the Palestine Railways 
comprises the 105-cm. gauge railway be. 
tween Haifa and Samakh, the branch 
from Haifa to Acre and the whole section 
in Trans-Jordan from Nessib to Maan 
Trains from Haifa to Trans-Jordan have 
to traverse a section of the Hedjaz Rail- 
way in Syria which is not operated by 
the Palestine Railways. ; 

(iv) Petah Tikva Railway (7 kilo. 
metres): This railway is accounted for 
separately because part of the capital in- 
vested is the colonists’ who receive a pro- 
portion of the profits in relation to their 
capital holding. 

The Hedjaz Railway has never earned 
profits and there appears to be no pros- 
pect of its ever being profitable so long as 
Trans-Jordan remains undeveloped. Un- 
less there is any great development in 
Trans-Jordan, or in Iraq and Eastern 
Syria, such as to justify the conversion 
of the narrow-gauge railway to standard 
gauge, the indications are that the Hedjaz 
Railway will revert to something less than 
its pre-war level of traffic—especially as 
Syria will be connected by the new stan- 
dard-gauge coastal railway. The places 
which the Hedjaz Railway serves between 
Haifa and Damascus are so well connected 
by roads that such traffic as exists will 
hardly be attracted to the slower and 
more circuitous railway. Nevertheless, the 
possibilities of developing mineral deposits 
in Trans-Jordan by means of this railway 
will not be overlooked. ‘ 


Haifa-Beirut Line 


The construction of the Haifa-Beirut- 
Tripoli Railway has completed the link 
with Europe and it is axiomatic that the 
Palestine section must be maintained and 
operated up to the best possible standard. 
It will be in the interest of the Palestine 
Railways to acquire up-to-date, air-condi- 
tioned coaches which will be able to operate 
to the borders of Turkey, or farther north, 
in the one direction and to Egypt in the 
other. Overnight rail travel has many 
advantages provided adequate amenities 
are provided, and plans with these con- 
siderations in mind are already being 
pursued with the object of ensuring that 
the Palestine Railways shall be able to 
play a profitable part in post-war interna- 
tional passenger travel. 


Rail and Road 


For travel within Palestine, the railway 
has a limited field. It is not conveniently 
sited to serve the inland settlements and 
the many smaller towns and villages which 
are within easy road distance of the larger 
towns. It must be recognised that Pales- 
tine possesses an admirable network of 
roadways for this purpose and the aim 
should be to exploit fully the development 
of road transport within its economic 
sphere to serve the community. The 
bus companies of Palestine deserve credit 
for the way in which they have con- 
tinued to operate under wartime difficulties 
and there is every reason to expect that 
they will provide excellent services with 
modern vehicles after the war. Neverthe- 
less, the railway, by improvements in track 
and signalling devices and by the intro- 
duction of improved passenger stock, 
should be able to schedule trains at faster 
speeds, so as to give expeditious services 
(Continued on page 227) 
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Mount Carmel is in the background 
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The sidings at Haifa with oil tanks and blast walls in middle distance : 
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RAILWAY 


PERSONAL 


SOUTHERN RAILWAY STORES 
SUPERINTENDENT 
The directors of the Southern Railway 
Company have appointed Mr. A. B. 
Macleod, at present Assistant Stores Super- 
intendent, as Stores Superintendent of the 
company as from September 1, on which 
date Mr. C. J. Francis will retire from the 


service. 


SOUTH AFRICAN RalLways & 
HARBOURS 

Lt.-Colonel W. Marshall Clark, 
O.B.E., Chief Technical Officer (Re- 
construction), has been appointed 
General Manager, in succession to 
Brigadier C. M. Hoffe, C.B.E., who 
retires on October 17. 

Mr. W. Heckroodt, Chief Traffic 
Manager, has _ been appointed 
Deputy General Manager, in succes- 
sion to Colonel J]. D. White, O.B.E., 
who retires at the end of September. 


\t special board meetings held on 
August 23 of Stewarts and Lloyds 
Limited, on the proposal of Sir Nigel 
Campbell (Deputy-Chairman), Mr. 
A. G. Stewart was elected Chairman 
& General Managing Director of the 
company, and Chairman of the 
Stanton Ironworks Co. Ltd., to suc- 
ceed the late Sir Allan Macdiarmid. 
Mr. Stewart has been a Director of 
Stewarts and Lloyds Limited since 
1931. In 1941 he was appointed 
Assistant General Managing Director 
in charge of tube and shell produc- 
tion, and a Deputy-Chairman in 
1943 


Consequent on the death of Sir 
Allan Macdiarmid having left vacant 
the position of President of the British 
Iron & Steel Federation, this will be 
taken up by Mr. Ellis Hunter, Presi- 
dent-Elect of the Federation. Mr. 
Hunter, in virtue of his office, would 
have become President in 1946 (as 
recorded in our July 6 issue). He is 
Deputy-Chairman & Managing Di- 
rector of Dorman, Long & Co. Ltd. 


Elliott 


INDIAN RAILWAY STAFF CHANGES 

Sir Arthur Griffin, O.B.E., Chief Commis- 
sioner of Railways, is officiating for Sir 
Edward Benthall, Member, War Transport 
Department, on leave. Sir Lakshmipati 
Misra, Member, Engineering, Railway 
Board, continues to officiate as Chicf 
Commissioner of Railways. 

The Railway Board has confirmed the 
permanent appointment of Mr. W. T. 
Biscoe, V.D., as Chief Operating Superin- 
tendent, N.W.R., from April 13 last. 

Mr. F. G. Griffith, O.B.E., E.D., on 
return from leave, has resumed as Regional 
Controller, Railway Priorities. 

Mr. A. P. R. Grindley, who has been 
officiating as Regional Controller, Railway 
Priorities, took over from Mr. S. B. Desh- 
pande (Officiating Chief Electrical Engineer, 
N.W.R.) as Divisional Superintendent, 
Lahore, N.W.R., on August 13. 

l’. M. Robinson, Deputy Chief Operat- 
mg Superintendent, N.W.R., proceeded on 
9} months’ leave from July 10. His place 
has been taken by Mr. T. H. B. Jones, who 
“ Divisional Mechanical Engineer, 
-anhore, 
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The Rt. Hon. Alfred Barnes, M.P., who, 
as recorded in our August 10 issue, has 
been appointed Minister of War Transport 
in the new Labour Government, with 
Cabinet rank, was born in 1887, and was 
educated at elementary and art schools. 
He commenced his career as an artist in 
gold and silver, and is a member of the 
Gold & Silver & Allied Trades Association. 
He was the first President of the Londen 
Co-operative Society and has been for 21 
years Chairman of the Co-operative Party. 


The Rt. Hon. Alfred Barnes 


Appointed Minister of War Transport 


Until becoming Minister of War Transport 
he was Chairman of the Co-operative Press 
Limited and of the People’s Entertainment 
Society. Mr. Barnes is M.P. for South 
East Ham, which he has represented since 
1935; he was M.P. also for the same con- 
stituency from 1922-31. He was a Lord 
Commissioner of the Treasury, 1929-30. 


Lt.-Colonel E. A. Parr-Dudley has been 
appointed Manager of the London Office of 
the Brush Electrical Engineering Co. Ltd. 
and subsidiaries. 


Subsequent to the relinquishment by 
Colonel W. C. Devereux of his position as 
Chairman & Managing Director of High 
Duty Alloys Limited (recorded in oui 
August £ issue), Mr. Spence Sanders has 
relinquished his position as Deputy 
Managing Director. Mr. Sanders will re- 
tain his seat on the board of International 
Alloys Limited. 


NEWS SECTION 


Lord Leathers has rejoined the board of 
the Tunnel Portland Cement Co. Ltd. 
Lord Leathers was Minister of War Trans- 
port in the Coalition Government, and con- 
tinued in that office in Mr. Churchill’s recon- 
stituted Government which succeeded the 
Coalition 


COLONIAL RAILWway APPOINTMENTS 
The Colonial Office has announced the 
following appointments :— 

Mr. J. C. Forgan, Senior Assist- 
ant Engineer, Tanganyika Govern- 
ment Railways, to be District En- 
gineer (Supernumerary). 

Mr. R. H. Kew, Traffic Inspector 
Grade I, Nigerian Railway, to be 
Chief Traffic Inspector. 


Mr. R. E. Luff has been appointed 
a Managing Director of Cable & 
Wireless (Holding) Limited and of 
Cable & Wireless Limited. The Hon. 
Jocelyn Denison-Pender has _ been 


appointed a Managing Director of 
Cable & Wireless (Holding) Limited. 


We regret to record the death on 
August 5, at the age of 70, of Mr 
T. H. Bygate, who retired in 1935 
from the position of District Engin- 
eer, Darlington, L.N.E.R., which he 
had held since 1927. 


Permanent 
Ministry of Pro- 
appointed Per- 


Sir John Woods, 
Secretary to the 
duction, has been 
manent Secretary to the Board of 
Trade, in succession to Sir Arnold 
Overton, who has been appointed 
to take charge of the British Middle 
East Office as from a date early in 
October. 


Mr. Oliver Franks has been ap- 
pointed Permanent Secretary to the 
Ministry of Supply, in succession to 
Sir William Douglas, who has been 
appointed Permanent Secretary of 
the Ministry of Health. 


We regret to record the death, 
at the age of 59, of Mr. J. A. E 
Wells, M.I.S.1., Director & Foundry 
Manager of Edgar Allen & Co. Ltd. 
Sheffield. 


INSTITUTION OF MECHANICAL ENGINEERS 

Among those recently transferred from 
associate membership to membership of the 
Institution of Mechanical Engineers are 
Messrs. William Venner, Chief Mechanical 
Engineer, Sierra Leone Government Rail- 
way; and J. D. York, Assistant Chief 
Mechanical Engineer, Sudan _ Railways. 
Those recently elected Associate Members 
include Messrs. J. N. Bull, Locomotive 
Works, Doncaster, L.N.E.R.; C. F. Fuller, 
Chief Mechanical Engineer's Drawing 
Office, Rhodesia Railways; James Hull, 
Locomotive Works, Horwich, L.M.S.R. ; 
and E. D. Trask, Locomotive Running 
Superintendent, Scottish Area, L.N.E.R. 


The following announcement appears in 
the Second Supplement to The London 
Gazette, dated July 20, under the heading of 
Regular Army :— 

Colonel H. W. Wagstaff, M.C. (18116), 
having attained the age for retirement, is 
retained on the active list (supernumerary), 
July 19, 1945. 
~ Colonel Wagstaff is Member, Staff, Rail- 
way Board, Government of India 





Dr. Dorpmiiller 

We are officially advised by the War 
Office of the death at Malente on July 5 
of Dr.-Ing. e.h. Julius Heinrich Dorp- 
miller, formerly the German Minister of 
Transport and General Manager of the 
German State Railway He had under- 
gone the second of two serious abdominal 
operations in four months and failed to 
rally Dr. Dorpmiiller was within a few 
days of his 76th birthday, having been 
born at Elberfeld on July 24, 1869. He 
attended the public schools at Miinchen 
Gladbach and Aachen, and was a student 
of civil engineering at the Aachen Tech 
nical High School from 1889 to 1893. In 
1898 he passed his last examination and 
entered the Prussian Civil Service. He 
attached to the railway division, 
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1924, the German State Railway Company 
was constituted by virtue of the Railway 
Act of August 30, 1924, and was given 
the exclusive right of operating the State 
Railways, and the obligation of making 
reparations payments from the receipts. 
Dr. Dorpmiiller was transferred to Essen 
as President of that Division in 1924. 
In July, 1925, he was called to Berlin to 
fill the post of Deputy General Manager 
of the German State Railway Company. 
After the death of Dr. Oeser, the then 
General Manager, Dr. Dorpmiiller was 
elected on June 4, 1926, to succeed him 
as General Manager. In December, 1925, 
his old college at Aachen conferred upon 
him the honour of Doktor-Ingenieur 
honoris causa, in recognition of his ser- 
vices to his country, and to railway 


The late Dr. Julius Dorpmiller 


General Manager, German State Railway, 1926-1945, 
German Minister of Transport, 1937-1945 


Johann-Saarbriicken, first as an assistant, 
next as Assistant District Civil Engineer, 
and then as Divisional Engineer. In July, 
1907, he resigned temporarily from the 
Civil Service to become Chief of the 
Operating Department of the Tsingtau 
Division of the Shantung Railway. In 
March, 1908, he joined the staft of the 
Imperial Chinese State Railways, Tient- 
sin-Pukow Section, and as Chief Engineer 
he supervised the building of a line 435 
miles long, in the northern area. In 1917, 
on the entry of China into the First 
World War, he was obliged to leave 
China, and managed to return to Ger 
through Manchuria, Siberia, and 
European Russia. From his return until 
the end of that war he was again in 
German railway service, engaged on the 
organisation of military field railway trans 
port in Transcaucasia In April, 1919 
when the separate State railways in Ger 
many were amalgamated under the 
Central Government as the Reichsbahn, in 
accordance with the Weimar Constitution 
Dr. Dorpmiiller joined the staff of th 
Stettin Division as Assistant to the Chiet 
Civil Engineer, but was transferred to 
Essen at the end of the year as Chief 
District Officer He was made President 
in 1922 of the newly-created Oppeln 
Division in Silesia, after the German loss 
of Kattowitz In that capacity he was 
present at the conferences in London in 
connection with the Dawes Plan and the 
Railway Act On October 11 


many 


German 


science. On the expiry of his first three- 
year term of office as General Manager, 
in 1929, he was re-elected unanimously by 
the board of the German State Railway 
Company, and his appointment was con- 
firmed by the President of the German 
Republic. Dr. Dorpmiiller was re-elected 
for further three-year periods in 1932 and 
1935 \fter the return to power of 
Hitler's Government in 1933 he was also 
appointed General Manager of the Ger- 
man National Motor Roads Company (the 
Reichsautobahnen) On January 30, 
1937, the German State Railway was 
placed under the exclusive authority of 
the German Reich, and Dr. Dorpmuller 
was appointed also to fill the new post of 
Minister of Transport, formed as a result 
of the division of the Ministry of Posts & 
Transport into two separate Ministries. 
We make further reference to his work in 
an editorial article, page 211. 


The death of Julius Dorpmiiller at the 
Reichsbahn Hospital near Kiel early in 
July has removed one of the greatest 
figures in contemporary transport history 
The indomitable courage which led him 
to escape from a Chinese internment camp 
in 1917 and start the long tramp which 
terminated in the Caucasus was still in 
evidence in June last when, nearing his 
77th year, he asked permission to help 
rebuild the German railway system, which 
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he had done so much to weld into one 
cohesive whole and the disintegration of 
which he had witnessed. 

Neither friend nor foe will question his 
high patriotism or loyalty to his cou 
to the end, but he combined with 
great admiration for Britain, dating { 
his years in China. This feeling 
evidenced in many ways; his desir 
exchange staff with the British railw vys, 
the visits he paid here whenever possible, 
his special attention to the British cele- 
gation at the German Railway Centenary 
in 1935, and his personal visit to Cologne 
to act as host to the Permanent Way In- 
stitution in 1938, while his visit to the 
United States was largely planned in 
London. A scholar of considerable attain- 
ments, he was an authority on archzology 
and was never happier than in the land ot 
Walter Scott or the haunts of Mary Queen 
of Scots. He regarded Lord Haig as one 
of the greatest leaders of men and paid a 
special visit to his grave. 

At one time during the crucial period, 
1938-1939, Hitler expressed his intention 
of replacing Dr. Dorpmiiller by Dr. Fritz 
Todt, but shortly afterwards reversed his 
decision and asked him to continue “ in 
view of new tasks which would aris 
The campaign, fostered by the Nazis, that 
the Reichsbahn was being under-main- 
tained, had been launched with the double 
objective of discrediting Dr. Dorpmiiller 
at home and misleading foreign powers, 
but in the former case it completely mis- 
fired, and much credit is due to The 
Railway Gazette for so often exposing the 
latter fallacy. Events of the last six 
years have been evidence of the inherent 
pre-war strength of the Reichsbahn. 

Dr. Dorpmiiller’s initial task in 1926 
was to develop one national and standard- 
ised system from the various component 
State Railways but recently amalgamated, 
and it was not until after 1930 that the 
Bavarian group of lines really gave up its 
semi-independence. He frequently dilated 
on the difficulties of State-owned manage- 
ments and once laughingly stated that 
whenever he returned to Berlin he found 
a new Minister of Transport. From his 
student days, when he cut lectures to visit 
the yards at Aachen West or Rote Erde, 
until his death, he remained a railway 
technician and protected his beloved 
Reichsbahn from Nazi influence as long 
as possible 

Of astonishing energy, he will be re- 
membered as a great engineer, a great 
organiser, and as an inimitable host. In- 
deed, the name of Julius Dorpmiiller will 
long be honoured by railwaymen in many 
countries 

E. R. SHERRINGTON 


The Rt. Hon Alfred Barnes, M.P., 
Minister of War Transport, has accepted 
an invitation to succeed Lord Leathers as 
President of the Savings Committee of the 
Road Transport Industry. 


FUNERAL OF Mr. G. H. Lortus ALLEN 

In addition to those whose names were 
given in our August 17 issue, the following 
attended the funeral of the late Mr. G. H 
Loftus Allen 

Colonel John Wallis, ©O.B.E., Canadian 
Army; Colonel Temple, U.S. Army; Mr. 
J. E. L. Skelton, G.W.R.; Mr. C. E. R. Sher- 
rington, Secretary, Railway Research Service; 
and Mrs. Sherrington and Mr. W.iEwing, Assist- 
ant District Passenger Manager, Euston, 
L.M.S.R. 
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TRANSPORT SERVICES AND THE WAR—309 


For exactly six years we have maintained 
the regular weekly feature under the title 
of Transport Services and the War (except- 
ing that the first number, which appeared 
on September 1, 1939, was entitled ‘‘ Trans- 
port Services and the Crisis’’). Fortun- 
ately, the surrenders of the Japanese during 
the past few days appear to have marked 
the end of hostilities, and with this the 
finish of the need for our feature. 

Throughout the world there is still a vast 
amount of rehabilitation work to be done, 
but this can be undertaken without enemy 
opposition, and therefore without the direct 
impact of war. Moreover, Censorship has 
been lifted in almost every country, other 
than in regard to Service movements In 
areas still occupied by the Japanese, and in 
connection with Government matters that 
even in peacetime are “ Official Secrets.”’ 

The resumption of free communications 
has placed us once again in touch with our 
own correspondents throughout the world, 
and the place for their letters 1s in our 
‘Overseas Railway Affairs’’ columns, 
which normally henceforward will occupy 
two pages a week, as in pre-war days. 

During the war, some of our correspon- 
dents in neutral countries have continued 
to send news to us by devious routes, and 
often at some risk to themselves from the 
once-widespread tentacles of German influ- 
ence. To them we extend our thanks for 
assisting us in the production of what we 
believe to be the most comprehensive record 
(within the limits of Security) of railway and 
other transport changes in World wartime 
conditions that has been produced. 

This feature has been in the special charge 
throughout of our Associate Editor, Mr. 
Charles E. Lee, and its production without 
intermission for 309 consecutive Issues, 
despite the widespread effects of enemy 
action, is worthy of mention as a journalistic 
achievement. 


Ribble Motor Services in Wartime 

Buses of the Ribble Motor Services 
Limited (one of the largest railway-asso- 
ciated operators) in the year ended March 31 
last carried no fewer than 143,600,872 
passengers, a record in the history of the 
company. The following figures show the 
substantially-increased volume of traffic 
conveyed annually during the war period, 
despite the considerable reduction in the 
number of miles operated :— 

Year ended March 31 Passengers Miles 

SE ces ons ose ... 106,661,405 42,596,680 
1940... Ree eat ... 102,217,011 35,503,682 
are san ae ... 116,736,872 30,090,566 
1942 ... one van .-- 129,252,412 29,019,610 
1943... ese ave ... $42,799,513 27,498,629 
1944 ... on ane ... 138,965,904 24,889,146 
ie ae ees ana .-» 143,600,872 25,286,511 

The area served by the company’s stage 
carriage services, embracing the County of 
Lancashire (with the exception of a small 
portion in ths south), Westmorland and 
Cumberland (except the West Coast dis- 
trict), and a portion of the West Riding of 
Yorkshire (Craven and Wensleydale), ex- 
ceeds 2,500 square miles, a 20th part of the 
area of England. The normal pre-war 
population of the area, approximately 
5,000,000, was increased appreciably by the 
concentration of troops, British and foreign 
evacuees, etc, 

Typical of the wartime transport problem 
vas that provided by the establishment of 
a large aircraft production organisation by 
Short Brothers in the hitherto wholly rural 
district fringing Lake Windermere. The 
local resources of the company, normally 
adapted to the requirements of the most 
sparsely populated county in the country, 
required to be applied at short notice to the 
conveyance of some 850 a workers day, for 
which purpose only single-deck vehicles 


could be used between various parts of the 
Westmorland and Lakeland countryside. 
Of the larger special operations, the 

following approximate figures relate to the 
conveyance during the peak production 
period of workers employed at the Royal 
Ordnance Factory, Euxton, and the Bristol 
Aeroplane Co. Ltd., Clayton-le-Moors, the 
two largest of some dozen such concentra- 
tions of war production. The pre-war fleet 
of more than 1,000 vehicles had been redficed 
by 25 per cent., with commensurate reduc- 
tions in staff and the substitution of a large 
proportion of male staff by women :— 

R.O.F., Euxton 8B.A.C., Clayton 
Weekly total of 40,500 12,000 
passengers carried 
Weekly vehicle 900 250 
journeys 
Points from which Preston, Black- Burnley, Black- 
workers” special burn, Chorley, burn, Clithe- 
buses provided Leyland,Black- roe, Preston, 

pool, Bolton, Gt. Harwood, 

Wigan, Skel- Padiham 

mersdale,Hor- 

wich, West- 

houghton 


The influx of British and Allied Military 
personnel (as well as_ prisoners-of-war) 
quartered not only in the regular garrison 
centres (Carlisle, Lancaster, Preston, Bury, 
and Seaforth), but in virtuaily every hamlet 
throughout its operating area, has intensi- 
fied the company’s wartime activities, 
which have been further strained by the 
addition of large bodies of Civil Servants 
attached to evacuated Ministries and other 
large Departments of the central Govern- 
ment. Typical of these are the large 
R.A.F. Centres at Weeton, Kirkham, More- 
cambe, and Carlisle, and the Ministry of 
Pensions (Fylde coast). At the peak period 
in 1943, in addition to the normal scheduled 
service facilities, some 200 special journeys 
a week (largely by double-deck buses) were 
operated to and from Weeton R.A.F. Camp. 

Comprehensive arrangements, sponsored 
by the Ministry of War Transport, were 
made in 1940 for the provision of vital 
emergency services in the event of invasion, 
and for mutual assistance between various 
Depot Centres (on N.F.S. lines) in case of 
severe damage from air-raiding, which, 
with the exception of the Manchester, 
Merseyside, and Barrow areas, fortunately 
was not felt severely in that part of the 
country served by the company. 

Before the outbreak of war in 1939, the 
company, in collaboration with the authori- 
ties, had already in embryo a Military 
Transport Unit composed of territorial and 
supplementary reservists. Although, when 
hostilities began, it did not function as 
such, its members were the vanguard of 
some 1,400 of the company’s personnel who 
have joined various branches o1 H.M. Forces. 


Rehabilitating London Transport 

The latest series of London Transport 
posters, which appeared outside Under- 
ground stations on August 15, states that, 
although an immediate start has been made 
with the work of rehabilitating stations, 
garages, vehicles, etc., this must ‘“ Take 
Time.’’ Four posters comprise the series, 
and show men at work removing blast 
walls and floodgates; replacing broken 
windows in vehicles; and repairing dam- 
aged garages and stations. Mr. Fred 
Taylor, R.1., designed the posters, and they 
were lithographed in 8 to 10 colours by the 
Baynard Press. 

Within 7 weeks of VE-Day, all protective 
netting (550,000 yards) was removed from 
the windows of road and rail vehicles, and 
137 blast walls were removed from station 
entrances. ; 

As a protection against flooding, 153 
anti-flood doors and bulkheads were fitted 
at 36 stations; these are being removed. 
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Some 59,750 windows in trains, buses 
trolleybuses, and trams were damaged be 
enemy action, apart from those on totally 
blitzed vehicles; the wartime substitutes 
are being replaced by glass. 

For the protection of passengers, 137 
anti-blast walls were placed at the ep. 
trances to 75 stations; these walls have 
been demolished. 

No fewer than 23 railway stations, 15 bus 
garages, and 12 trolleybus and tram cd pots 
had direct hits or suffered severe damage 
from enemy action; replacements and 
repairs are in hand. 


Repatriation of Russians 

Some 93,000 Russians who had been 
deported to Norway by the Germans were 
repatriated in the six weeks ended July 31 
Most of them had been concentrated in 
Oslo, Trondheim, and Narvik, and travelled 
thence by railway to a number of Swedish 
ports, where they embarked for Russia 

A similar repatriation traffic was organ- 
ised for some 10,000 Russians (prisoners of 
war and slave labour escaped from Ger- 
many) scattered throughout Switzerland in 
about 90 camps. : 


R.E. Locomotive Repair on the 
Continent 

Great Britain supplied more than 1,000 
locomotives built in the United Kingdom,, 
to the British Liberation Army to enable 
the victorious advance from Normandy to 
Berlin to be supplied continuously by rail. 
To maintain and repair these, sappers of 
155 Railway Workshop Company, Royal 
Engineers, work on the Continent in their 
own locomotive repair shops. This Com- 
pany is a Supplementary Reserve Unit and 
has seen service in Persia, Iraq, France, and 
Belgium 

The British locomotives, of the 2-8-0 and 
2-10-0 types, were designed to War Office 
requirements As continental locomotive 
workshops had suffered heavily during the 
war from bombing and enemy action, Army 
Railway workshop units with complete 
equipment and machines for every type of 
locomotive repair were planned by Trans- 
portation Service in England before D- 
Day. Eventually the principal Royal 
Engineer locomotive repair shops wert 
situated at Malines in Belgium. The civil 
workshops of the Belgian State Railways 
here had been damaged heavily by bomb- 
ing, and completely new installations 
of power plant, machinery, shop cranes, 
pits, and buildings were made on the 
cleared site of a former carriage paint shop, 
as we recorded in our August 3. issue, 
page 129. 

The work was effected by the Royal 
Engineers under the direction of the Trans- 
portation Directorate (Railway Mechanical 
Branch), H.Q., 21 Army Group. These 
Army shops have a capacity for 16 large 
main-line freight locomotives, and all types 
of overhaul can be undertaken from 
“casual ’’ to ‘‘ general ”’ repair. All classes 
of locomotive can be lifted by two 40-ton 
travelling shop cranes, traversing the entire 
length of the main erecting shop. The 
latter consists of a special High Marston 
Shed, with an adjoining machine shop 
made up from a High Marston Shed. The 
two shops are 400 ft. by 90 ft. and contain 
76 heavy machines, including two wheel 
lathes and 5-cwt. and °10-cwt. power 
hammers. These shops were built and the 
machinery installed in twelve weeks, during 
which time locomotives were repaired in a 
partly ruined shop, and lifting accomplished 
by portable beam jacks. Some 500 sappers 
and 218 civilians are employed by 155 Rail- 
way Workshop Company, Royal Engineers, 
and the output is 10 locomotives repaired 
weekly. On May 30 the shops turned out 
their 100th repaired engine. 
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Staff and Labour Matters  tstic seat continued 


Railway W ages 


\ereement was reached 
August 17, 1945, 
Executive 
Union of Railwaymen, 
Society of Locomotive 
me! and the 


between 
Committee and 


in London on 


the Railway 
the National 


the Associated 
Engineers & 
Railway Clerks’ 


Fire- 
Association, 


on the major claims of the trade unions for 


my vements in rates of 


pay and condi- 


tions of service of railway salaried and con- 


on grades. 


For the salaried staff the 


new composite 


rates of pay will be :— 
A year 
Junior Clerks £ 3.4. 
Age |6 and under — -— = 
Age |7 et ; os , 106 8 O 
Seniors—-Clerks, Stationmasters, Supervisors 
and Controllers 
Class 6 (Stationmasters), commencing 242 16 0 
After | year 52 16 0 
Class 5 (Stationmasters and Supervisors), 
commencing se 216 0 
rising to 
Sth year 292 16 O 
ass 5 (Clerks), Age 18 162 16 O 
rising to 
Age 32 292 16 O 
Class 4, commencing 302 16 O 
After 2 years 317 16 O 
Class 3, commencing | — 327 16 O 
rising to 
After 4 years aa 347 16 O 
Class 2, commencing — ou 357 16 O 
rising to 
After 4 years ‘ aan 387 16 O 
Class |, commencing “ 407 16 0 
rising to 
After 4 years ; 437 16 O 
Girl Clerks— A week 
Age 16 and under 32s. 9d 
ge 17 38s. 9d 
Women Clerks - 
Class 2, Age 18 ie 57s. 6d 
rising to 
Age 32 oni 90s. 
Women Clerks 
Class |, commencing i 94s. 
rising to 
After 4 years 99s. 


Che increases for males are 


£5 for juniors, 


{10 for classes 6, 5, and minimum of class 4, 


In addition, 


male juniors. 


an 15 for the higher classes 

the war advance ts increased by /6 10s. for 
male adults, and £3 5s. for | 

For the female staff the 


ls. 9d. for girl clerks, 3s. 
and 5s. for class 1, 
aavance 
for girls 

Revised arrangements 


6d. for class 2, 
with increases in war 
of 2s. 6d. for women and Is. 3d. 


have 


increases are 
9 


been made 


ilaried staff with salaries between the 
maximum of class 1 and £500 a year. 


the conciliation 


grades the new 


minimum composite rate of pay wi!l be :— 


84s. a week in rural areas 
85s. a week in industrial areas 


87s. a week in London 


With the 
guards, and 


train ticket 


exception of drivers, 


firemen, 


collectors, for 


whom there is no area differential, the rates 
of pay for all conciliation staff will be ls. 


higher in industrial 
areas, and 2s. 
industrial areas 


areas 


than in 
higher in London than in 


rural 


Below are the new composite weekly rates 


dustrial areas for typical 


Traffic Staff 
Porter, Grade 2 
Station Lampman 
Leading Porter ae 
Horse & Carriage Porter 
Signal Lampman 
Porter, Grade | 
Cloakroom Attendant 
Porter, Special grade 
Ticket Collector, Class 2 
Leading Parcel Porter 
Ticket Collector, Class | 
Station Foreman, Class 2 


Foreman Ticket Collector, Class 2 


Station Foreman, Class | 


Foreman Ticket Collector, Class | 


Parcel Foreman, Class | 
Yard Foreman, Class 2 
Yard Foreman, Class |! 
Shunter, Class 4 

Class 3 


grades :— 
A week 
85s. 


87s. 6d. 
89s. 6d. 


92s. 6d. 
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A week 
Shunter, Class 2 nie ee Por -« e6d. 
Class | Pe: one sib ... 100s. 6d. 
Signalman, Class5 ... mn - iia 89s. 6d. 
Class 4 ... ose wed ooo |©6§ ae. 
Class3 ... = a .» 97s. 6d. 
CHS ace hes =e ... 103s. 
Class! .. at = ... 108s. 6d. 
Special Class... ae --. 14s. 6d. 
Goods Staff— 
Porter oun one ond _ nn 
Caller Off 
Loader dae nae ee , 
Roper pee al iia ; ; 89s. 
Sheeter ane aa dae 
Carter.. 
Checker . 5 ‘ we et 
Capstanman, Class ‘’ es = oo > Te 
Weighbridgeman 
Senior Checker peek lia ons 
Tracer : i sii a ... > 95s. 6d. 
Working Foreman ae 
Motor Driver 
Vehicles 10 cwt. to 2 tons = a 
Vehicles 2 tons to 8 tons ahs ooo ©6.- a. OL. 
Vehicles 8 tons to 20 tons - ee |6§ 
Permanent Way Staff 
Labourer me a — s<- ae 
Lengthman and Relayer (after 12 months’ 
service in grade) ... eve : s ae 
Sub-Ganger ... one sole = —- 
Ganger ee =n os .» 96s, 6d. 
Locomotive Shed Staff. 
Engine Cleaner : ae eon ae 
Shed Labourer ite jae ae , 85s. 
Caller Up é a nats : 
ne Cleaner. = dom nas Se 
iredropper ... =e — ian én 
Firelighter . oes ae eve ine 87s. 6d. 
Gland Packer 
Stationary Machinery ‘Attendant of” 90s 
Coalman, Class | oe = oo ‘ 
Storekeeper ... ; oa ae —— * 
Carriage & Wagon Staff. 
Carriage Cleaner... 85s. 
Carriage Washing Machine Attendant, Class 
! 89s. 6d. 
Carriage & Wagon Examiner wou 
Brake Examiner ies aa ae .-» » 94s. 6d. 
Brake Adjuster ~- a = 
Electric Train Examiner... ies - 96s. 6d. 
Signal & Telegraph Staff 
Labourer ; = ste coos OSs. 
Installer, Class 3 set bod a oe ©69ae. Od. 
Class 2 a nee mes oo. 958.60. 
Class | F ue - ... 99s. 6d. 
Chief Installer aie a nie ... 104s. 6d. 
Lineman, Class 3 = = ons .-. 1Ols. 6d. 
Clase ane = a 104s. 6d. 
Class | ae ao ... 107s. 6d. 
Chief Lineman, Class 3 ‘lee ae ... 107s. 6d. 
Class 2 mia al ... 110s. 6d. 
Class | vas as ... JI3s. 6d. 
Canal Staff— 
Porter oun pam er a aon 
Labourer m2 ic ee —_ ok 85s. 
Toll Collector ox we oak aia 
Carter... as wie pee i ... » 87s. 6d. 
Sub-Ganger as es ies ; 
Boatman 
Ganger “> 89s. 6d. 


The trainman’s rates of pay, itd are 
the same in all areas, are as follows : 


Guard, Ist & 2nd year om ioe oo eae 
3rd & 4th year as ——  - * 
5th year wie ve are .. 97s. 6d. 
6th year ae a iy ... 100s. 6d. 

Fireman, Ist & 2nd year... == --. 93s. 6d. 

3rd & 4th year mis ——  % 
5th to 10th year ... aa ... 102s. 6d. 
lich year ... ee ate ... 1O7s. 6d. 

Driver, Ist & 2nd year oe ici ... -LL3s. 6d. 
3rd & 4th year _ .. EUSs. 6d. 
5th year ss sax ne. «-» 120s. 6d. 
6th year oie a a -.. 126s. 6d. 


For juniors the composite rates, which are 
applicable in all areas, are as follows 


Engine Cleaners, Aged 16 and under 40s. 6d. 
Aged I7 .. 46s. 6d. 
Aged [8 ... waa " 55s. 
Aged 19 ... : — oe 
Juniors, other than on Cleaners- 
Aged I5_.... co es em oo mow 
Aged 16... ‘ee ae ae ae  * 
Aged !7__... eos wii ae . 44s. 
Aged 18... ia one aA igs Sls. 
Aged 19... = os me ini, i 


The increases range from 7s. for the 
minimum rated staff to Ils. for the top 
rated driver. 

The agreement provides for extra holidays 
both for the salaried staff and the concilia- 
tfon staff next year. For the wey staff 
the extension is from . days to 15 days, 
for male staff in classes 3 and 4 and class 5 
with 10 years’ adult service, and for the 
female staff in the classes 1 and special, 
and class 2 with 10 years’ adult service. 
The extension for the conciliation staff is 


227 


from 6 days plus 2 Bank Holidays, to 
12 days plus 2 Bank Holidays. 

The payment for Sunday duty is to be 
increased from time-and-a-half to time-and- 
three-quarters 

The increases apply on and from Monday, 
July 30, 1945. 








Palestine Railways in Peace and War 
—(Concluded from page 220) 
between Haifa and Tel Aviv (by way of a 
Lydda by-pass) and, with diesel cars, to 
give a more attractive service between Tel 
Aviv-Jaffa and Jerusalem. Specially de- 
signed and equipped diesel cars may also 
be able to cater for air passengers to and 
from Lydda airport. Such services would 
be complementary to road services working 
along the same routes. Plans along these 
lines are already under consideration. The 
development of fast and frequent passenger 
services must necessarily be limited so long 
as the railway remains a single line, with 
the drawback of frequent crossing stations 
and the consequent limitations of line 
occupation. The alternative of double- 
tracking would cost so many millions as 
to place it beyond the bounds of economic 
consideration for purposes of passenger 
traffic. For freight traffic the element of 
speed, in terms of hours, is not of consider- 
able importance; hence the much discussed 
project of deviating the railway as pro- 
posed in the report of Sir Felix Pole is not 
likely to be proceeded with. No such 
scheme would be of value without double- 
tracking and the lowest possible estimate 
of such a project runs into several millions. 
In the realm of freight traffic there is 
every reason why the railways should be 
able to cope with the bulk transport of 
industrial commodities and also with im- 
ports and exports by providing a form of 
service which may not fall within the 
scope of road transport. Ample rolling 
stock is likely to be available and the in- 
tention is to offer inclusive transport ser- 
vices whereby the railways will undertake 
collection and delivery services and relieve 
the merchant of the transport formalities 
attached to importing and exporting. This 
has become feasible since the railway 
department has taken over the management 
and control of the ports. Schemes are now 
being worked out and it is hoped that they 
will be ready for implementation within 
the next year. A necessary part of such 
services will be the provision of ample 
warehouse accommodation at railhead. A 
project, which has already progressed bs 
yond the drawing-board stage, is one 
which provides for the erection of a fine 
station at Tel Aviv, combined with a large 
block of warehouses; also the sinking of 
the railway underground through Tel Aviv 
to Jaffa with an extension to Jaffa port. 





ELECTRIFICATION PROJECT.—A 
is under discussion for electrifica- 
163-mile standard-gauge line 
Romont, between Fribourg 
and Lausanne, with Bulle, in the Gruyére 
region. This railway, opened to traffic in 
July, 1868, is the only steam-worked line of 
the system owned and worked by the 
Compagnie des Chemins de fer Fribour- 
geois The cost of the electrification is 
expected to be fr. 2,750,000 (£158, 500) of 
which fr. 750,000 ( £43,225) would be borne 
by the company, fr. 1,000,000 (£57,637) by 
the Swiss Confederation and the balance 
jointly by the Canton of Fribourg and 
interested municipalities. The work of 
conversion is to be taken in hand early in 
1946. 
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tion of the 
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A Charter for Labour and Management 


Below is given the text of the ‘‘ Charter 
for Labour and Management ’”’ to which 
reference is made in an editorial note on 
page 209. It was proposed by Mr. 
William Green, President, American 
Federation of Labour; Mr. Philip Murray, 
President, Congress of Industrial Organi- 
sation; and Mr. Eric A. Johnston, Presi- 
dent, Chamber of Commerce of the 
United States; and is subject to approval 
by the three organisations. 

‘‘ We in management and labour firmly 
believe that the end of this war will bring 
the unfolding of a new era based on a 
vastly expanding economy and unlimited 
opportunities for every American. 

‘‘ This peacetime goal can be attained 
only through the united effort of all our 
people. Today, we are united in national 
defence. Tomorrow, we must be united 
equally in the national interest. 

‘“ Management-labour unity, so effec- 
tive in lifting war production to unpre- 
cedented heights, must be continued in 
the post-war. To this end, we dedicate 
our joint efforts for a practical partner- 
ship within the framework of this 
of principles : — 

“1. Increased prosperity 
volves the highest degree of 


code 


for all in- 
production 


and employment at wages assuring a 
steadily advancing standard of living. 


Improved productive efficiency and tech- 
nological advancement must, therefore, 
be constantly encouraged. 

“2. The rights of private property and 
free choice of action, under a system of 
private competitive capitalism, must 
continue to be the foundation of our 
nation’s peaceful and prosperous expand- 
ing economy. Free competition and free 
men are the strength of our free society. 

“3. The inherent right and _ responsi- 
bility of management to direct the opera- 
tions of an enterprise shall be recognised 
and preserved. So that enterprise may 
develop and expand and earn a reason- 
able profit, management must be free as 
well from unnecessary governmental inter- 
ference or burdensome restrictions. 

‘4. The fundamental rights of labour 
to organise and to engage in collective 
bargaining with management shall be 
recognised and preserved, free from legis- 
lative enactments which would interfere 
with or discourage these objectives. 
Through the acceptance of collective bar- 
gaining agreements, differences between 
management and labour can be disposed 
of between the parties through peaceful 
means, thereby discouraging avoidable 
strife through strikes and lockouts. 

‘5. The independence and dignity of 
the individual and the enjoyment of his 
democratic rights are inherent in our free 
American society. Our purpose is to co- 
operate in building an economic system 
for the nation which will protect the 
individual against the hazards of unem- 
ployment, old-age and physical impair- 
ments, beyond his control. 

‘6. An expanding economy at home 
will be stimulated by a vastly increased 
foreign trade. Arrangements must there- 
fore be perfected to afford the devastated 
or undeveloped nations reasonable assist- 
ance to encourage the rebuilding and 
development of sound economic systems. 
International trade cannot expand through 
subsidised competition among the nations 
for diminishing markets, but can _ be 
achieved only through expanding world 
markets and the elimination of any arbi- 
trary and unreasonable practices. © 

“7. An enduring peace must be 
secured. This calls for the establishment 
of an international security organisation, 


with full participation by all the United 
Nations, capable of preventing aggression 
and assuring lasting peace. 

‘“ We in management and labour agree 
that our primary duty is to win complete 
victory over Nazism and Japanese mili- 
tarism. We also agree that we have a 
common joint duty, in co-operation with 
other elements of our national life and 
with government, to prepare and work 
for a prosperous and sustained peace. In 
this spirit we agree to create a national 
committee, composed of representatives 
of business and labour organisations. This 
committee will seek to promote an under- 
standing and sympathetic acceptance of 
this code of principles and will propose 
such national policies as will advance the 
best interests of our nation.”’ 

(Signed) W. GREEN 
PHILIP MURRAY 
Eric A. JOHNSTON 








Parliamentary Notes 


Manchester Ship Canal Bill 
The Manchester Ship Canal Bill, as 
amended, passed the report stage on 
August 21. 








Questions in Parliament 


Cost of Pay Increases to Railwaymen 

Sir Waldron Smithers (Orpington—C.) on 
August 22 asked the Minister of War 
Transport what was the total annual cost 
of the concessions recently made to rail- 
waymen. 

Mr. Alfred Barnes (Minister of War 
Transport) stated in a written answer: 
The cost of the recent concessions to the 
salaried. staffs and conciliation grades of 
the main-line railways is estimated by the 
railway companies at approximately £153 
million a year. 

(See editorial article, page 211). 
Railway Control Agreement Payments 

Mr. Ernest Davies (Enfield—Lab.) on 
August 23 asked the Minister of War 
Transport if he would state the sums that 
had accrued to His Majesty’s Government 
for each of the years during which the 1941 
agreement between the railway companies, 
the L.P.T.B. and His Majesty’s Government 


had been in force; and the total sum 
thereof. 

Mr. Alfred Barnes in a written answer 
stated : The amounts paid to the Govern- 


ment under the Railway Control Agree- 
ment, being the estimated excess of net 
revenue over the fixed annual sums due 
to the controlled undertakings since the 
beginning of 1941, are as follow :— 


£ 
1941 21,656,000 
1942 45,657,000 
1943 .62,099,000 
1944 46,787,000 
Total 176,199,000 


Travel to Ireland 

Lt.-Colonel Sir Walter Smiles (Down—C.) 
on August 21 asked the Minister of War 
Transport whether he would allocate 
another passenger steamer for the service 
between England and Northern Ireland in 
the near future. 

Mr. Alfred Barnes stated in a written 
answer: The services now operated to 
Northern Ireland are the best that can be 
maintained with the vessels at present 
available. I am conscious of the need for 
additional passenger facilities, and I hope 
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that another vessel will be put into service 
on the route between Stranraer and Larne 
at the beginning of September. It is pro- 
posed that this vessel should carry only 
service personnel, thereby making available 
on the other vessels additional accommoda- 
tion for about 1,000 passengers a day. It 
has been found possible to release other 
vessels which formerly operated on the 
Northern Ireland cross-channel services, 
but, unfortunately, the amount of recondi- 
tioning which they need before they are 
fit for service inevitably means delay in 
strengthening the services to the extent 
that I should wish. 

Mr. Quintin Hogg (Oxford—C.) on 
August 22 asked the Minister of War 
Transport whether he would arrange that 
those who were in a position to establish a 
reasonable family claim to visit their 
relatives might have better facilities for 
travel to Ireland. 

Mr. Alfred Barnes stated in a written 
reply : Existing services for civilian travel 
to Eire and Northern Ireland (of which | 
am sending Mr. Hogg a list) are the best 
that can be provided with the shipping 
accommodation at present available. So 
far as can be judged from the applications 
for sailing tickets, the great majority of 
applicants can adduce family claims to 
visit relatives in Ireland, and it would be 
impracticable for the railway and shipping 
companies to allocate priorities among the 
claimants. On the principal services, how- 


ever, accommodation is reserved for a 
limited number of urgent compassionate 
cases to be given travel facilities at the 
ports. 


Lt.-Colonel Sir William Allen (Armagh— 
C.) on August 22 asked the Minister of War 
Transport whether he was aware of the lack 
of transport between Northern Ireland and 
Great Britain, because of which, food, freight 
and passengers were delayed an unreason- 
able time; and if he would confer with 
the authority concerned with the view to 
releasing the ships usually operating be- 
tween Northern Ireland and Great Britain 
for the complete restoration of pre-war 
services. 

Mr. Alfred Barnes in a written answer 
stated : Services to Northern Ireland have 
necessarily suffered with others owing to 
the need to use shipping for operational 
requirements. Subject to any difficulties 
in effecting repairs, another vessel is ex- 
pected to go into service early in September 
and efforts will continue to be made to 
increase these services further as 
can be released from military use. 


vessels 


Cancellation of Leave Trains 

Sir John Mellor (Sutton Coldfield—C.) on 
August 22 asked the Minister of War 
Transport if he would explain the recent 
cancellation of leave trains on the Southern 
Railway. 

Mr. Alfred Barnes stated in a written 
reply : I am informed that the cancellation 
of leave trains on the Southern Railway 
on Sundays July 29 and August 5 and 12 
was due to the failure of railwaymen to 
report for duty on those days. 


Liability for Cloakroom Losses 

Mr. G. S. Touche (Reigate 
August 22 asked the Minister of War 
Transport if he was aware that under 
existing law where a bag or suitcase was 
lost or stolen from the cloakroom of 4a 
railway company, the railway company 
would repudiate all liability if the case 
and its contents exceeded in aggregate fo 
in value, unless a special declaration had 
been made of its value; and whether he 
would amend the law so as to ensure that 
in the absence of such declaration compensa- 
tion should be payable to the extent of £9. 

Mr. Alfred Barnes in a written answer 
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stated : The conditions under which articles 
are received in railway cloakrooms, includ- 
ing the limitation of liability for loss, mis- 
delivery, detention or damage, appear to 
be reasonable. Notification of the limited 
liability is printed on the cloakroom tickets 
on notices exhibited at stations. 


and 
Railway Sleeping Coaches 

Major Duncan McCallum (Argyll—C.) 
on August 23 asked the Minister of War 
Transport if he was aware that by last 
month advance bookings on the weekly 
Oban-Euston L.M.S.R. sleeping coach had 
been fully taken up as far ahead as Octo- 
ber 22 next; and, under these circum- 
stances, what arrangements he recommended 
the railway company to adopt to meet the 
of those members of the public obliged 
travel at short notice from the West 


Highlands and Islands to London and the 
south of England for business or other 
urgent reasons. 

Mr. Alfred Barnes stated in a written 
answer: I am aware that there is heavy 


advance booking on this service. The possi- 
bility of providing additional sleeping cars 
on this route has recently been considered, 
but owing to the heavy loading of the 
scheduled and relief trains, it has not been 
found practicable. It is my intention to 
keep under investigation the possibility of 
ncreasing sleeper accommodation. 

Major Duncan McCallum (Argyll—C.) 

\ugust 22 asked the Minister of War 
Transport (1) what was the reason for the 
present shortage of sleeping-car rolling 
stock on the railways between London and 
Scotland ; and what steps were being taken 
to deal with the present congested condi- 
tions in this form of travel on the night 
trains to and from Scotland ; and (2) when 
he expected to be able to remove his war- 
time control of passenger sleeper accommo- 
dation on the railways between London 

nd Scotland, so that the railways might 
ot sleeper accommodation not only to 
Government employees, but to other 
embers of the general public obliged to 
travel at short notice for business or similar 
reasons. 

Mr. Alfred Barnes in a written answer 
stated: The heavy passenger traffic be- 
tween London and Scotland has necessitated 
the running of trains of maximum load and 
has limited the numbers of sleeping cars 
that can be attached to the trains. At the 
same time, it has been necessary to reserve 

large proportion of the available berths 

allocation to Members of Parliament 
travelling between the House and their 
constituencies and to members of the 
Services and others travelling on urgent 
Government business. I am _ actively 
reviewing the possibility of reducing the 
number of reservations, and I hope in the 
near future to release considerably more 
berths for engagement by the public in the 
ordinary way. In addition, I hope it may 

possible to arrange for some additional 
sleeping accommodation to be provided 
as from the beginning of October, when the 
vinter timetable comes into operation. 


Railway Strike in Nigeria 
Sir Waldron Smithers (Orpington—C.) 
on August 22 asked the Secretary of State 
the Colonies if he would state the 
present position of the railway strike in 
Nigeria ; what other strikes were in pro- 
gress in that country; what instances of 
sabotage there had been; and in view of 
the fact that tin was not reaching Lagos 
and that letters and cables were not coming 
through, would he inform the House of the 
general position there and what action he 
proposed to take. . 
Mr. G. H. Hall (Secretary of State for 
the Colonies) in a written answer stated : 
On August 6 the President and Secretary 
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of the Committee of Nigerian Government 
Technical Workers announced that the 
general strike had been officially called off 
with effect from midnight on August 4, 
and the workers in Lagos had _ been 
instructed to report for duty not later than 
Tuesday, August 7. It is understood that 
there was a general return to work on that 
day, although there may have been some 
delay in return to work in the provinces 
owing to the time taken for strike delegates 
from Lagos to reach the outstations. The 
number of men on strike at one time was 
approximately 32,600. There are no other 
strikes in progress in Nigeria. The only 
case of sabotage reported by the Acting 
Governor was the derailment of one train, 
fortunately without casualties. During 
the strike it was only possible to maintain 
a very restricted railway service to ensure 
distribution of foodstuffs and other essential 
supplies, and the evacuation of exports 
was severely affected. Now that the strike 
has ended, conditions should soon become 
more normal, but the result of the strike is 
bound to be felt for some time to come. 


Pleasure Steamers 

Mr. Peter Freeman (Newport—Lab.) on 
August 23 asked the Minister of War Trans- 
port, whether he had any information as to 
when the public steamship services between 
South Wales ports and those on the other 
side of the Severn would be restored. 

Mr. Alfred Barnes in a written answer 
stated : Mr. Freeman presumably refers to 
the paddle steamers which used to run 
pleasure trips between South Wales and 
Somerset and Devon ports. During the war 
these vessels have been on Government 
service and some have, unfortunately, been 
lost. Although one has recently been 
released, navigational risks from mines are 
likely to prevent the resumption of pleasure 
sailings this summer 
Aust-Beachley Ferry 

Mr. Peter Freeman (Newport—Lab.) on 
August 23 asked the Minister of War Trans- 
port whether he was aware of the delay at 
the Aust-Beachley ferry over the Severn 
amounting frequently to over three hours ; 
that only one ferry boat “was working, 
although two had recently been built ; and 
whether he would consider the desirability 
of taking over this ferry and running it in the 
public interest pending the erection of a 
bridge over the Severn at this point. 

Mr. Alfred Barnes wrote in reply: I am 
making inquiries into this matter and will 
write to Mr. Freeman as soon as possible. 


Redundant Machine Tools (Disposal) 

Colonel F. J. Erroll (Altrincham & Sale— 
C.) on August 22 asked the Minister of 
Supply & Aircraft Production what plans 
he had prepared for the orderly disposal of 
redundant machine tools in British arma- 
ment factories. 

Mr. John Wilmot (Minister of Supply & 
Aircraft Production): Arrangements are 
already in operation for the orderly disposal 
of redundant machine tools from British 
armament factories and a complete and 
up-to-date record of those which are 
available for sale for peace-time production 
in the United Kingdom is maintained at 
six offices in various parts of the country. 
Intending purchasers may inspect these 
records at the office most convenient to 
them and may obtain a permit to inspect 
machines where they are stored. Offers 
to purchase should then be made direct to 
the nearest disposal centre. To facilitate 
the clearance of certain factories where a 
large number of Government tools is avail- 
able, temporary disposal centres are being 
established in those factories and offers to 
purchase these machines may be made at 
the factory. Contractors wishing to pur- 
chase Government-owned machine tools 
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already in their possession should apply 
to the department with which they hold 
an agreement. Copies of full explanatory 
leaflets are being sent to Colonel Erroll. 

Mr. J. Henderson Stewart (Fife, East— 
L. Nat.) : Will the Minister indicate the 
six centres where these lists are available ? 

Mr. Wilmot: Yes, sir, with pleasure. 
They are Birmingham, Bristol, Glasgow, 
Leeds, London and Manchester. 

Mr. R. R. Stokes (Ipswich—Lab.) : May 
I ask whether this disposal is under the 
Machine Tool Control ? 

Mr. Wilmot: Yes, sir. 

Mr. F. G. Bowles (Warwick, Nuneaton— 
Lab.): May I ask whether there is any 
priority and whether the Government 
exercises any control as to who receives 
these tools, or does the highest bidder get 
them ? 

Mr. Wilmot: All 
taken into account. 


circumstances are 








Russo-Chinese Railway 
Agreement 


The Russo-Chinese treaty ratified on 
August 26 embodies an agreement on the 
China-Changchuan railway. The section of 
the treaty relating to the railway, as broad- 
cast by Moscow radio, is given by Reuters 
as follows : 

“The agreement on the China-Chang- 
chuan railway provides : 

‘‘ The railway to be the property of the 
Chinese Government, but to be jointly 
administered by a single authority under 
Chinese sovereignty as a purely commercial 
transport undertaking. A special Chinese- 
Soviet Board to be set up for the joint 
exploitation and administration with five 
Chinese and five Soviet members. The 
chairman and assistant chairman to be 
Chinese, the deputy chairman and assistant 
deputy chairman to be Soviet. 

‘* Six members of the board to constitute 
a quorum with the president having two 
votes. 

‘“‘ All questions not settled by the board 
to be submitted to the two Governments for 
adjustment and friendly solution. The 
Chinese government to be responsible for 
the maintenance and equipment of the 
railway. 

‘‘ The Chinese Government to establish a 
railway police force. Its duties to be deter- 
mined by the Chinese Government after 
consultation with the Soviet Government. 

‘“‘ The railway to be used for the transport 
of Soviet troops only for the duration of the 
Japanese war. The Soviet Government to 
have the right to transport military equip- 
ment on the railways with customs inspec- 
tion. The profits derived from the ex- 
ploitation of the railway to be equally 
divided between the parties. 

“The present agreement is concluded for 
a period of 40 years. At the expiration of 
this period the Changchaun railway becomes 
the full property of the Chinese Republic 
without compensation.” 


New Swiss WAGON BvuILDING WoRKS. 
—Schindler-Waggon A.G., the newly-estab- 
lished Swiss wagon-building company, par- 
ticulars of which were published in The 
Railway Gazette of May 18, 1945, has aban- 
doned its scheme to erect works at Lausen, 
on the Basle-Olten main line. Difficulties 
have arisen between the company and 
Lausen municipality on the location of the 
site and it is now intended to build the 
works at Pratteln, the industrial centre on 
the same line, nearer to Basle. The works 
will employ 250 people. 
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Notes and News 


Purchase of Railway in Bengal.— 
The Government of India has decided to 
buy the Sara-Sirajganj Railway, Bengal. 
The purchase is to become effective, says 
Reuter, on October 1, 1946. 


Cost-of-Living Index—.At August | the 
official cost-of-living index figure was 105 
points above the level of July, 1914, com- 
pared with 107 points at June 30. At 
August 1, 1939, it was 55 points above July, 
1914 


Mirrlees, Bickerton & Day Limited. 

The nominal capital of Mirrlees, Bicker- 
ton & Day Limited, manufacturers of 
diesel engines, etc., Hazel Grove, Stockport, 
has been increased by the addition of 
£40,000 to the registered capital of £10,000. 
This is the new company formed under the 
agreement with Associated British Engin- 
eering Limited, to which reference was made 
in The Railway Gazette on September 15 and 
October 6, 1944. 


Rhodesia Railways’ Prospects.—At 
the 48th ordinary general meeting of Rho- 
desia Railways Limited, Mr. Arthur E. 
Hadley, C.B.E. (the Chairman) said that 
the estimated gross revenue for the first 
eight months of the current financial year, 
t.e., to May 31, 1945, was £279,739 lower 
than in the previous year, largely due to a 
fall in general goods traffic, while working 
expenditure, on account of heavy main- 
tenance work and the rise in the cost of 
labour and materials, was higher by 
£158,987. 


Internal Combustion Engine Indus- 
try.—The Ministry of Supply states that 
a certain degree of relaxation of the control 
of the internal-combustion engine producing 
industry has become possible. In general, 
makers are now free to accept and execute 
all orders—including civilian orders for 
home and export—without previous refer- 
ence to the Ministry of Supply as has been 
necessary in the past. It is still necessary 
to agree the makers’ aggregate programmes 
to ensure the proper allocation of supplies 
of raw material and to make certain that 
the arrangements are in accordance with 
the availability of manufacturing facilities 
and labour. 


Gloucester Railway Carriage & 
Wagon Co. Ltd.—In the report of the 
Gloucester Railway Carriage & Wagon Co. 
Ltd. for the year ended May 31, 1945, it is 
shown that the trading profit was £184,934 
(£168,541) and investment and other income 
amounted to £18,090 (£17,793). Net profit, 
after making a provision of £34,010 (£30,161) 
for depreciation and allowing for all revenue 
charges, is £148,207 (£137,224). Adding 
£18,903 brought in makes £167,110 
(£154,590). Deducting £106,000 (£96,000) 
for taxation leaves £61,110. The dividend 
of 74 per cent. for the year is the same as 
for the past four years, and £25,000 (£20,000) 
goes to general reserve, leaving £16,423 to 
be carried forward. 


Aldershot & District Traction Co. 
Ltd.—ControJled jointly by the Southern 
Railway Company and by B.E.T. Omnibus 
Services Limited, the Aldershot & District 
Traction Co. Ltd. owns and operates about 
250 motor omnibuses, over a route mileage 
of approximately 500 miles. For the year 
ended May 31, 1945, traffic receipts and 
other revenue amounted to {£831,272 
(£765,445). After deducting all items 
chargeable against revenue, including pro- 
vision of £45,000 for depreciation and 
renewals, there remains £28,985, to which 
has to be added £39,951 brought forward, 
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making £68,936. The dividend for the year 
is 10 per cent., less tax, £10,000 (same) is 
transferred to general reserve and £46,436 
is carried forward. 


Wellworthy Piston Rings Limited.— 
The half-year’s dividend, less tax, on the 
6 per cent. preference shares of Wellworthy 
Piston Rings Limited will be paid on 
September 1, 1945. 


South African Railway Earnings.— 
For the period July 8 to August 11, earnings 
of the South African Railways amounted 
to £5,076,131, compared with £4,545,296 in 
the corresponding period of 1944. 


Birmid Industries Limited.—The net 
profit of Birmid Industries Limited for the 


year to October 31, 1944, amounted to ° 


£122,437, compared with £120,354 for the 
previous year, and £30,596 was brought in. 
The dividend for the year is unchanged at 
10 per cent., but the bonus is increased from 
73 per cent. to 10 per cent. A sum of 
£50,000 is again placed to reserve and the 
amount carried forward is £54,533. 


Cork Manufacturing Co. Ltd.—Trad- 
ing profits of the Cork Manufacturing Co. 
Ltd. and its subsidiary Flexo Plywood 
Industries Limited for the year to April 30, 
1945, were £114,217 (f ‘187, 214), against 
which are charged £81, 197 (134,783) for 
taxation and £7,500 (same) for depreciation 
reserve. Profits of the Cork Manufacturing 
Company were £25,166 (£24,201) to which is 
added £4,888 brou; ght in. A sum of £12,500 
is again allocated to contingencies and 
deferred repairs reserve, and the final ordin- 
ary dividend is 10 per cent., making 15 per 
cent. (same) for the year. The amount 
carried forward is £6, 305. The future seems 
bright with pote ntial orders, though at 
present there is a great shortage of labour 
for the amount of work in hand. 


Glacier Metal Co. Ltd.—At the 25th 
ordinary general meeting of the Glacier 
Metal Co. Ltd., Mr. W. B. D. Brown, the 
Chairman, said the directors had very 
sound reasons for taking an optimistic view 
of the future of the company. Ithada very 
full order book and its plans were suchthat 
its ability to maintain a sufficient supply of 
bearings and bushes to meet all reasonable 
demands, both for home and export, could 
be viewed with confidence. To further 
research and development of new products, 
one of the directors, Mr. W. H. Tait, had 
relinquished a large part of his executive 
responsibilities to become Research Direc- 
tor. Research would not take its rightful 
place in the activities of the company until 
it became almost the sole responsibility of 
a member of the board. Plans had been 
completed and _ partially implemented, 
towards the re-establishment of a sound 
sales organisation. British industry must 
increase its output per man hour and he 
believed there was great scope for improve- 
ment in managerial efficiency which was not 
even yet receiving nearly as much attention 
as the study of purely technical efficiency. 


Guest, Keen & Nettlefolds’ Progress. 
—In the course of his address at the annual 
general meeting of Guest, Keen & Nettle- 
folds Limited, the Chairman (Sir Samuel 
R. Beale, K.B.E.) pointed out that the 
demands made upon the company in war 
had been largely for the same sort of pro- 
ducts that it had made for civil use. The 
immediate demands that must be met at 
home for housing created a normal load for 
the company’s products, as would many 
branches of the export trade, apart from 
such direct exports as the company itself 
made. While modernisation had been 
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steadily continued there also had been 
schemes of expansion both in this com- 
pany’s works and those of its allied under- 
takings. This company’s’ thoroughly 
modern Castle works at Cardiff were com- 
pleted only some three months before the 
outbreak of war in 1939 and in their effici- 
ency compared favourably with any, either 
in America or elsewhere. _ As a result of the 
merger arrangement between’ Baldwins 
Limited (partners of this company in Guest, 
Keen Baldwins) with Richard Thomas & 
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Prices 
Stocks Bs | $y a 
Cd of August 
zt a q Rise 
1945 Fali 
G.W.R. 
Cons. Ord. ... «| 623 55 54 
5% Con. Pref. .| 1224 1143 112 -- 
5% Red. Pref. (1950) 1104 104 103 
5% Ret. Charge .| 1354 128 123 
5% Cons. Guar. 1344, | 125 1204 
4% Deb 1184 1123 108 
% Deb 11842 | 114 1094 ‘ 
Deb 1244 1194 113 - 
5% Deb. oe cool 137 1294 126 ~ 
24% Deb. ... og 7 734 764 = 
L.M.S.R. 
Ord. ... on wa 36 27% 263 |- 4 
4% Pref. (1923) “= 55 564 
4% Pref. .| 81 724 73 I 
5% ed. Pref. (1955) 105% | 102 1014 _ 
4% Guar. ... ‘ nd 9% 994 |+ 4 
4% Deb | TH 104 106 an 
5% Red. Deb. (1952) | III 108 1074 = 
L.N.E.R. 
5% Pref. Ord. a a 7% 7 + 4 
Def.Ord._... oan 5 33 34 j-— 4§ 
4% First Pref. ond 554 554 
4% Second Pref. .| 35¢ 284 28 
5% Red. Pref. (1955) 101 973. 98 én 
4% First Guar. eee} 1014 964 97 I+ ¢ 
4% Second Guar. ...| 954 | 884 | 92 |+ 4 
3% Deb. a ..-| 884 80g oe |; -— 
4% Deb. | 1104 1034 a fF . ee 
5% Red. Deb. (1947) 1054 1014 101g _ 
44% —s Fund 
Red. Deb. . .| 107 1044 | 1044 ‘ies 
SOUTHERN 
Pref. Ord. ... | 804 71g 70; |-— 1 
bay sw noe | 26§ 23 223 |i- 4 
sar -| 122 113 ii - 
Rod. Pref. (1964) 1174 112. 1124 = 
ser Guar. Pref. eee] 134 1254 1204 - 
5% Red. Guar. Pref. 

(1957) . .| 1153 1124 110 _ 
4% o- oan ee} 118 110 1074 - 
5% -| 1354 127 126 - 
4°, Red. Deb. (1962- 

a | PENS 1074 | 1084 - 

%, Red. Deb. >. (1970- | 

*eoy* -| 112 1083 108 | — 

FORTH BRIDGE | 
w Deb. ae .| 107 103 104 |: 

> Guar. eee see] 1065 102 103 - 
P.T.B 
4% “A” .. ooo 825 119 1184 _ 
5% “A” -| 1334 128 1284 — 
3% Guar; (1967-72). | 994 | 98 99 = 
5% | 1244 118% | 1174 [+ 1 
wou we ee] 723 644 63 = 
MERSEY 
Ord. ie 33 33 | - 
3% Perp. Pref. A on 66 69 | 
4% Perp. Deb. «| 105 103 104 ' 
3% Perp. Deb. ew} 854 794 80 
IRELAND* 

BELFAST & C.D. 

Ord. ... ed me 9 6 64 = 

G. NORTHERN 
Ord. ... aa un 2 19 284 - 4 
a oun «| 49 37 47+ =- 
Guar.... “ ol Ie 57% 89 - 
Deb. ... oe eee] 904 81k 924 - 
IRISH anaes 
Common _... _- — 763 - 
3% Deb. eee eve -- — 100 - 

















*Latest available quotation 
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Vone of the vacancies on this page relates to a man 
between the ages of 18 and 50 inclusive unless he is 
excepted from the provisions of the Control of Engage- 
ment Order, 1945, or the vacancy is for employment 
excepted from the provisions of that Order. 


OFFICIAL ADVERTISEMENTS 


0! FICIAL ADVERTISEMENTS intended for 
insertion on this page should be sent in as 
ly in the week as possible. The latest time for 
eiving official advertisements for this page for 
current week’s issue is 9.30 a.m. on the preceding 
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OFFICIAL NOTICES 





LD-ESTABLISHED and well-connected Belgian 

firmin Brussels wishes to hold the exclusive agency 

in Belgium and Luxembourg for a British firm producing 

railway and tramway rolling stock and fittings. All 

particulars and references on application.—Box 248, 

c/o The Railway Gazette, 33, Tothill Street, West- 
minster, London, S.W.1. 
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Universal Directory of Railway Ofticia.s 
and Railway Year Book 


50th Annual Edition, 1944-45 
Price 20/- net. 








M day. All advertisements should be addressed 

t The Railway Gazette, 33, Tothill Street, West- THE DIRECTORY PUBLISHING CO., LTD., 
ster, London, S.W.1. —-- —— ——~ - 33, Tothill Street, London, S.W.1. 

Co., the partnership had become one one of complete equanimity. Il repeat that men were called to the Forces, but those 


between this company and Richard Thomas 
& Baldwins Limited. 


Southdown Motor Services Limited. 
Interim dividend of Southdown Motor 
Services Limited is 5 per cent. (same). 


Nizam’s State Railway.—tThe offices 
of the London Agent, H.E.H. the Nizam’s 
State Railway, will be removed on Septem- 
ber 3 to 78, Old Broad Street, London, 
E.C.2. Telephone: London Wall 1102. 


Urskog-H6lands Railway.—On March 
22, while the Germans were still in occupa- 
tion of Norway, the 35-mile 2-ft. 6-in. gauge 
line between Sérumsand and Skulerud of 
the Urskog-H6élands Railway, including 
its road services, was absorbed by the 
Norwegian State Railways. 


Southern Railway London-Dover 
Boat Trains.—The Southern Railway 
recently has carried out some trial runs of 
heavy boat trains hauled by ‘“ Merchant 
Navy ”’ class locomotives, with the object 
of reducing the pre-war schedules of the 
Continental trains between London and 
Dover. We hope to refer to these trials in 
greater detail in our next issue. 


Permanent Way Institution.—<A meet- 
ing will be held of the Manchester & Liver- 
pool Section of the Permanent Way Institu- 
tion in the Pelham Mount Institute of the 
Blackpool Corporation in Park Road, Black- 


pool, on September 8, at 2.30 p.m. A 
paper, ‘‘ Permanent Way Works for the 
Coronation Scots Record Run,’ will be 


read by Mr. F. Hudson, of Crewe. 


Cowans, Sheldon & Co. Ltd.—Trading 
profit of Cowans, Sheldon & Co. Ltd. for 
the year ended June 30, 1945, amounted to 
£82,297 (£94,059) and other income to £722, 
making £83,019 (£94,761). After providing 
for depreciation, administration expenses 
and taxation £50,500 (£66,000), the net 
profit was £24,606 (£18,161), to which has 
to be added {£56,373 brought forward, 
making £80,979. The dividend is main- 
tained at 10 per cent., less tax, £9,000 
(£3,000) is placed to general reserve, and 
{56,979 is carried forward. 

Metropolitan Assented Stock.—It is 
announced by Glyn, Mills & Co., the 
trustee and registrar, that the funds in their 
hands available from the recent payment on 
account of interest on the underlying Lon- 
don Passenger Transport Board “ C ”’ stock 
are not considered sufficient to justify an 
interim payment on the Metropolitan 
\ssented stock for the year to December 31, 
1945, and will be carried forward towards 
the payment of the interest for the year 
ending December 31, 1945, which falls due 
not later than May, 1946. 


Central Uruguay Railway Tariffs.— 
The Uruguayan Minister for Public Works, 
Mr. Tomas Berreta, referring to recent 
London comments on his declaration 
regarding railway tariffs, said in an inter- 
view in Montevideo: ‘‘ My position is 


capital invested will be scrupulously re- 
spected ; also its rights to obtain logical 
interests. Regarding the question of tariffs, 
I wish to make it clear that it can no longer 
be discussed whether the Government can 
and must intervene in pegging these, 
whether land or water transportations.” 
This, according to Reuter, is taken to imply 
that the Uruguayan Government has 
definitely decided to intervene in the tariff 
question. 


New York Underground Railway.— 
Reuter reports that the New York City 
Board of Transportation has recommended a 
six-year programme for the construction, 
extension, and rehabilitation of the under- 
ground railway system. The plan involves 
an expenditure of $1,000 million. 


Travel from South Africa.—A Sea & 
Air Priorities Office, to deal with appli- 
cations for passages by sea or air, has 
been set up by the South African Railways 
& Harbours. Applications for sea passages 
will be accepted for registration only if 
such passages are desired within six months 
from the date of application. Urgent sea or 
air passages must be sponsored by an 
appropriate authority to obtain a priority. 
It is stated that travel facilities from the 
Union are limited in relation to the number 
of persons Who desire accommodation. 


G.W.R. Rosslare-Fishguard Service. 
—A letter from Sir James Milne, General 
Manager of the Great Western Railway, 
read at a meeting of Rosslare Harbour 
Development Board on August 23 stated 
that it was the desire of the company to 
resume the Rosslare-Fishguard mail 
and passenger service as soon as circum- 
stances permitted, and that a contract 
for two new vessels to replace the St. 
Patrick and the St. David, sunk by the 
enemy during the war, would be placed at 
an early date. The Rosslare Harbour 
Board expressed satisfaction and requested 
the G.W.R. to try to secure the release of 
the s.s. St. Andrew, still held by the British 
Government, so that a skeleton service 
might be maintained. 


W. & T. Avery Limited.—In the 
statement circulated with the report and 
accounts of W. & T. Avery Limited for the 
year to March 31, 1945, the Chairman (Mr. 
Walford H. Turner, J.P.) said he had 
always been impressed with the essential 
nature of the company’s products, weighing 
machines, testing machines, and counting 
machines. They were indispensable to the 
industry and commerce of the country ; 
and as invention succeeded invention, pro- 
ducing better materials and machinery for 
the use of mankind, so the company had 
developed its products to meet the new 
needs for them. In the war the company 
made large quantities of weighing machines 
of all types for analytical balances for 
research to machines of 200-ton strength 
for weighing tanks. Most of the younger 


who 


kept 


were left, including pensioners, had 
British weighing equipment in such a 
condition that it had handled the enor- 
mously increased production loads with 
complete efficiency. Most of their em- 
ployees returning from the Forces had 
notified their intention to come back to 
the company. 


Glasgow-Stranraer Boat Train.— 
The L.M.S.R. announce that on Sunday, 
September 2, and daily thereafter, includ- 
ing Sundays, but excluding Saturdays, a 
train will leave St. Enoch Station, Glasgow, 
at 8.5 p.m. for Stranraer in connection 
with the Irish steamer’ This new service 
is intended to relieve the present 5.10 p.m. 
train from St. Enoch to Stranraer. 


Crossley Bros. Ltd.—In the report of 
Crossley Bros. Ltd. for the year ended 
April 30, 1945, it is stated that after charg- 
ing all expenses, including {£20,000 for 
depreciation, the profit was £126,299 The 
net profit, after deducting £90,427 for income 
tax and E.P.T., was £35,872, to which has 
to be added £42,815 brought in, making 


£78,687. To general reserve £10,000 is 
appropriated, and the dividend on the 


deferred ordinary shares is raised from 5 per 
cent. to 10 per cent., leaving £43,910 to be 
carried forward. 


W.H. Dorman & Co. Ltd.—Net profit 
of W. H. Dorman & Co. Ltd. for the year 
ended March 31, 1945, was £82,723 
(£123,637), and {£7,226 was brought in. 
Appropriations are made of £68,000 
(£109,000) to income tax and E.P.T. and 
of £5,000 (£5,516) to general reserve. The 
ordinary dividend is unchanged at 16% per 
cent., and £7,616 is carried forward. The 
works were fully employed during the year. 








Contracts and Tenders 


Below is a list of orders placed recently 
by the Egyptian State Railways :— 

Universal Grinding Wheel Co. Ltd. : Grinding 
wheels. 

Sterns Limited : Cylinder oil. 

Cambridge Instrument Co. Ltd. : 
elements, etc. 

Negretti & Zambra: Thermometers. 

J. Stone & Co, Ltd. : Thermometers. 

Budenberg Gauge Co, Ltd.: Steam pressure 
gauges, etc. 

Stee] Peech & Tozer Branch of The United 
Steel Co. Ltd. : Flat-steel bars. 

Spencer Wire Co, Ltd. : Spring steel wire. 

Thomas Firth & John Brown Limited : Special 
steel. 


Insulated 


Brown Bayley’s Steel Works Limited: Die 
steel. 
British Thomson-Houston Co. Ltd.: Relay 


contacts. 
Greenwood & Batley Limited: Sets of tools. 
National Gas & Oil Engine Co. Ltd.: Air 
( ompressor, 
Laidlaw, Drew & Co. 1 ¢'.: Valves. 
Babcock & Wilcox Limited: Valves. 
Standard Telephones & Cables Limited: 
Measuring set. 













































South & Central 


Various 





{ Antofagasta (Chili) & Bolivia 


Although good features were not lacking, 
stock markets have shown little activity 
in most sections, and industrial shares were 
inclined to be subdued on the cessation of 
Lend-Lease. Nevertheless, the prevailing 
view is that the negotiations resulting from 
the latter will result in a mutually satis- 
factory agreement. It is realised, how- 
ever, that the abrupt ending of Lend- 
Lease inevitably will give an impetus to 
the change-over to peacetime working in 
many industries and there will be an added 


necessity for building up export trade. The 
easier trend in industrials probably was 
due in a large measure to growing recog- 


nition that there is now very little prospect 
of early reduction in the burden of taxation. 
Chinese bonds went ahead with vigour on 
the latest Far East news ; South Manchuria 
Railway 5 per cents were particularly good 
at 384, and the Chinese railway bonds all 
participating in the upward movement. 

A revival in Argentine rails with gains of 
14 points in the prior charges was attri- 
buted to renewed talk. that plans were in 
hand for acquisition of the British-owned 
companies by the Argentine Government. 
This rumour, which crops up from time to 
time, again lacked confirmation, and was 
deried later by Sir Montague Eddy, Chair- 
man of the railway mission in the Argentine. 
In the absence of confirmation of the report, 
prices subsequently eased. The rise no 
doubt was explained by the view that 
acquisition of the British-owned com- 
panies, if proposed, would have to be on a 
basis of considerably higher prices for 
stocks than those now current in the market. 


THE RAILWAY GAZETTE 


Railway Stock Market 


There is, of course, little doubt that in- 
creased prosperity is in prospect for the 


Argentine, in which the railways should 
participate if they were accorded fairer 


treatment by the Argentine authorities. 
Home rails, after making further head- 


August 31, 1945 


lative dividend rights of the guaranteed 


stocks. L.N.E.R. first preference moved 
back from 55}? to 55 and the second prefer- 
ence from 283 to 27%. Southern deferred, 
22% a week ago, shaded off to 223, and the 
preferred moved back from 71} to 70}. 
London Transport ‘‘C”’ at 634 continued 
to attract attention and rose further to 63}. 


. : Among Argentines, Buenos Ayres Great 

way, reacted with the easier trend of «¢ S : 4 ’ —Teat 

ie 4 . , Southern strengthened to 114, the 5 per 
markets after the ending of Lend-Lease. , aaa : 

T a : “ ‘ cent. preference at 26 regained an earlier 
There was, however, little selling reported, ; . 

decline, and, compared with a week ago, 


and the prevailing belief is that the large 


yields may very well continue to attract 
attention, bearing in mind the general 
assumption that nationalisation of trans- 


the 4 per cent, debentures were a point up 
at 67. Argentine Great Western 5 per cent 
debentures at 61 were also a point higher 
and gains of up to 14 ruled in debentures 







port is unlikely to be attempted for two 


years or more, and that meanwhile the . ; : ‘gai 
rhe . ee rises in preference and ordinary stocks 
fixed rental, with dividends at around sage - ¢ 
ee ar aa Sage Earlier gains, however, were not fully held 
current rates, is likely to remain in force. ; , : , 
* see? epee = . In other directions, San Paulo was main- 
Prior charges were firm, but made little é app = : . 
response to the upward trend in British tained at 54}. Nitrate Rails rallied to 
— _ : 71s. 3d., and United of Havana 1906 


Funds, which has persisted under the lead 


of 23 


Compared with a_ week 


Western eased from 54} to 53}, 


cent. preference remained at 
guaranteed stock at 121}, 
cent. 
as a week ago. 
against 27; the 
from 562 to 56 and the 
from 73% to 73. L.M.S.R. 
however, strengthened to 99}. 
guaranteeds were also better 
firsts a point up at 974; 


L.M.S.R. 


with 
it is realised that 


per cent. Consols and Local Loans. 
ago, 

the 
112: 
and the 4 per 
debentures at 108 were also the same 
was 
1923 preference receded 
senior preference 
guaranteed, 


Great 
5 per 
the 


as 


263, 


L.N.E.R. 
the 


yields are quite attractive when judged in 


relation to investment merits, 


and that in 


any exchange of stocks under possible 
future nationalisation developments, full 


regard would have to be given to the cumu- 





ENGINEERING & LIGHTING EQUIPMENT 


Co. —Profit on trading of Engineering 


LTD.- 
& Lighting Equipment Co. 
year ended March 31, 
Net profit, after deducting fees 
and war damage contributions, £7,918 for 
taxation and £16,000 (£1,775) for reserve for 
is £21,357 (£21,454). 
ordinary dividend is 5 per cent., 
0 per cent.) for the year and 
£8,118 is appropriated to the preference 
share redemption fund. The amount carried 
forward is £1,552. 


(£31,125). 


E.P.F 


of other Argentine railways with fractional 


debentures became firmer at 23}. 
Pacifics at 203 reflected the upward tend- 
ency in dollar stocks. 














Canadian 
















8 per cent. (1 


Traffic Table and Stock Prices of Overseas and Foreign Railways 





Week 


Railways ended 


Soils tao tenal 3 ; Aggregate eruiies op date ai? Prices 
> Totals Shares | . ~ S ix 
Inc. or dec. *'5 Increase or or sy st pr ary) 
’ 3 8 
chis year | compared = 1944/5 1943/4 ee Sock | SZ | 8% | ge [383 
oF with 1943/4 | > wie / = a 2 S 





1945, 








Ltd. for the 
was £46,254 










The final 
making 




























19.8.45 





\ Canadian Pacific “ae pars 


Canada 
— 


Argentine North Eastern 753 18.8.45 
Bolivar oon ws 174 July, 1945 
Brazil . ese —_ 
Buenos ‘Ayres & Pacific -| 2,771 18.8.45 
Buenos Ayres Great Southern 5,080 18.8.45 
Buenos Ayres Western 1,924 18.8.45 
Central Argentine 3,700 18.8.45 
Do. J — —_ 
Cent. Uruguay of M. Video 972 11.8.45 
Costa Rica J 262 = June, 1945 
Dorada cee ese one 70 July, 1945 
Entre Rios... oid 808 18.8.45 
Great Western "of Brazil 1,030 18.8.45 
international of Cl. Amer. ... 794 June, 1945 
Interoceanic of Mexico _ 
La Guaira & Caracas.. pom 223 sJully, , 1945 
Leopoldina = ool 8980 18.8.45 
Mexican 483 14.8.45 
Midland Uruguay 319 June, 1945 
Nitrate 382 15.8.45 
North Western of Uruguay 113 June, 1945 
Paraguay Central... 274 17.8.45 
Peruvian Corporation 1,059 July, 1945 
Salvador ni 100 June, | 1945 
San Paulo 1534 
Taltal ... oe 156 Je I 1945 
United of Havana ‘ 1,301 18.8.45 
Uruguay Northern ... “ 73 June, 1945 


.| 23,569 
17,035 


Canadian National July, 1945 
21.8.45 


Barsi Light f 202 | June, 1945 
Beira ... 204 June, 1945 
Egyptian Delta ove 607 31.7.45 
Manila ood -- -- 

Midland of W. Australia 277 =~ June,, 1945 
Nigeria - «| 1,900 26.5.45 
Rhodesia om on 2,445 June, 1945 
South Africa ... 13,301 21.8.45 
Victoria “as a «| 4,774 April, 1945 





£ £ 
25,260 — 1,670. 33 986,050 943,870 + ; Ord. Stk. 
16,606 | + 431 7 133,418 119,819 + 13,600 e 3 44 8 Nil 
4,127 - 780 30 34,402 36,663 — 2,261 | 6p.c.Deb. 18 7+ 8; Nil 
— -- -- _ _ -- Bonds 19% 15 23 Nil 
128,313 + 8813 6 866,313 823,313 (+ 43,000 | Ord. Stk. 7 33 53. CONN 
172,125 | + 14,375 | 7 1,317,312 | my 375 (+ 95,938 Ord. Stk. iat 94 11; ‘Nil 
63,687 + yo £8 470,437 445,687 + 24,750 Be 133 % 11 Nil 
183,200 | + 14,312) 7 1,306,016 1,246,619 + 59,397 pe 104 6t 8; Nil 
= = —_ — — — Dfd. 43 3 4 Nil 
29,536 | + 3,282 6 214,645 202,107 + 12,538 | Ord. Stk. 54 4 6 Nil 
36,024 | + 12,773 | 42 295,175 274,930 + 20,245 Stk. 174-| 144 15 Nil 
31,960 | + 3,579 | 30 214,335 177,690 + 36,645 | Mt.Deb.| 101 101 1014 £5 18/3 
22.975 | + 2,362 | 7 186,544 166,425 |+ 20,119 Ord. Stk. 64 44 54 Nil 
21,700 | + 2,800 _ 33 809, 711,700 (+ 97,500 | Ord. Sh. | 38/- | 23/3 | 25 Nil 
$218,345 | + $102,796 22 $1,266,065 $1,208,112 + $57,953 —_ —-_i-—- _ - 
= _ — — Ist Pref. 13 | Nil 
6,361 — 2,149 | 30 43,2 "$4,940 = 7 1,650 | 5p.c.Deb. 88 79 | 764 £6109 
60,230 | + 11,662 | 33 1,645,993 1,495,430 + 150,563 | Ord. Stk. St 44 4 Nil 
ps. 655.800 | +ps.212,100 32 ps. 4,089,100 | ps. 3,181,000 ++ ps. 908,100 Ord. Stk. 4 ‘ 13 «CNil 
21,830 | + 6,402 | 52 217,882 203,238 + 14,644 — — -- = - 
7,819 | — 794 | 32 111,795 119,248 |— 7,453 Ord. Sh. | 75/10 | 65/10 70/- £3 I! 
4,575 | — 2,189 | 52 66,965 91,572 — 24,607 — = —_ -- = 
55,366 + Z4, 959 | 7 453,036 6384, 105 + 668, 931 Pr. Li. Stk. 794 | 68 774 £7 14/10 
134,750 | + 16,110 4 — Pref. 9 10 94 Nil 
c91,000 + ctl,000 52 cI,511,000 ¢ 1,484,000 © 27,000 — — — = 
_ — _ _ — — Ord. Stk. | 57 46 544 65 10 
1,785 | — 30, 4 — — — Ord. Sh. | 21/3 | 13/9 13/9 ‘Ni 
43,683 | — 7,466 7 309,099 338,840 — 29,741 Ord. Stk. 4 24 | 2 Nil 
464 | — 52 | 52 19,568 17,929 1,639 oa -- — — - 


1,816,800 + 68,400 30 9,696,400 9,945,000 | - 248,600 — —|— - _ 
1,132,800 |— 80,800 | 33 40,409,600 39,986,600 + 423000 | Ord. Stk.| 173 1344) 20 2% 
19,620 4,185 | 14 74,595 75,487 |— 892 | Ord. Stk. | 1294 | 974 | 1294 £396 
80,259 |— 11,581 | 42 - — ~ - j;}—)]— - 
17,687 | — 1,020 | 14 196,080 222,359 — 26,279 Prf. Sh. 74H} 54 6} Nil 
- a -- = ~ -- B.Deb. 634 58 65 | Nil 
11,866 | — 8,048 | 52 219,103 332,901 — 113,798 Inc. Deb. 1014 | 994 | 954 £43/9 
277,630 + 23,531 8 1,823,785 1,739,068 + 84,717 _ — —|- 
522,625 |— 40,423 42 -- = _ -- _ = —-j\- 
998.603 | + 985,951 | 16) 15,745,485 13,723,082 + 2,022,403 _ = — — |= 
1,285,324 + 96,325) — - = ~ — -- os —-|= 










































Note. Yields are based on the approximate current price and are within a fraction of re. Arzentine tra‘fics are ziven in sterling calculated @ 16 pesos to the x. 
t Receipts are calculated @ Is. 6d. to the rupee 
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